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The New Multistrada 1200 S 

Have everything. Will travel. 




ducatiusa.com 



Whether navigating the urban jungle, connecting corners along your favorite canyon road, traversing 
the globe or taking the road less traveled, the new Multistrada 1200 S is fully equipped and ready for 
your next adventure. With four riding modes to choose from, its exceptional engineering and advanced 
technology adapt at will, delivering extreme versatility, exceptional performance and refined comfort 
at the push of a button. 

Standard Equipment for the Multistrada 1200 S: 

Ducati Testastretta DVT Engine I Ducati Skyhook EVO Suspension I Ducati Multimedia System I Hands-free Ignition 
Full Color TFT Instrument Panel I Ducati Riding Modes I Cruise Control I Ducati Wheelie Control I Ducati Traction Control 
Bosch 9ME Cornering ABS I Brembo M50 Monobloc Calipers I Adjustable Seat Height I Full LED Cornering Headlights 
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UPGRADE 

STATUS: 

CONFIRMED. 


The new Arai Defiant Pro-Cruise and 

Signet-Q Pro-Tour are ready for takeoff. ^ 

Both now come straight from our Omiya workshop equipped with a 
manifest of important new benefits, including the popular Pro Shade 
System and the antimicrobial properties of our Eco-Pure liner. Both also 
offer more interior room for your preferred communication system. 

And, like all Arai helmets, they incorporate our proprietary R75 standard: 
a rounder, smoother, stronger shell that more easily glances off obstacles in 


the event of an accident. 


Please take your seats. We will be departing momentarily. 




Rider shown with Signet-Q Pro-Tour Black Frost. 



Experience makes the difference. 
araiamericas.com 


No helmet can protect the wearer against all foreseeable 
impacts. Nothing is a substitute for safe riding practices. 



Defiant Pro-Cruise, Mimetic Green 


Signet-Q Pro-Tour, Tactical White 
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You know every inch of your bike. Not just the 
engine size, or the color code of the paint. It’s the 
special details that only you know about. Like the 
way the exhaust opens up just right at 3,200rpnn. 
Or that scuff on the footpeg you picked up while 
riding through Deal’s Gap. 


It’s the details that make your bike unique, and 
no one knows this more than GEICO. With 
GEICO Motorcycle insurance, you’ll get coverage 
specific to your bike, and a team of people who love 
motorcycles as much as you do. 


When it comes to insurance, it’s the iittie things 
that make a big difference. Trust the details to 
GEICO Motorcycle. 


Motorcycle 

geico.com 1 1-800-442-9253 | Local Office 


Some discounts, coverages, payment plans and features are not available in all states or all GEICO companies. Motorcycle coverage is underwritten by GEICO Indemnity Company. GEICO is a registered service mark of Government Employees 

Insurance Company, Washington, D.C. 20076; a Berkshire Hathaway Inc. subsidiary. © 2015 GEICO. 


COOK’S CORNER 


MARC COOK 


BLURRING THE LINES 


H appens every time we cover bikes in the so-called 
adventure-touring (ADV) segment. Someone writes 
in to say, "You clowns don't know what you're 
talking about. Those aren't dirt bikes! You'd never ride your 
Blah-Blah 1200 any farther off road than a gravel pullout. 
Those bikes are a joke. If you want a real dirt bike..." and 
continues on to sing the praises of a KTM 450 EXC or maybe 
a KLR650— two bikes we happen to admire, by the way, even 
if they don't warrant a 5,000-word missive. 

I have to admit that the guy's not wrong. As Ari Henning, 
Zack Courts, and I sat on the bluffs near the Pigeon Point 
Lighthouse looking at the three "ADV" bikes brought together 
for this month's big comparison test, we talked a lot about how 
the term has drifted from a very specific kind of bike to one that 





KTM’s 
Adventure 
series is just 
one exampie 
of the dirt- 
to-street drift 
in the ADV 
category. 


“The term ADV has drifted from 
a very specific kind of bike to one 
that encompasses a wide range.” 


encompasses a wide range of hardware. Two of the bikes in 
our view wore 17-inch wheels front and rear, sportbike-sized 
tires, and had enough low-slung bits that you wouldn't take 
them much farther off road than you would a GSX-R. 

Confusing, but oddly familiar. Because our situation is 
not far from what happened in the auto world with SUVs. 
Today the term SUV covers everything from a boxlike 
Jeep (with real off-road credentials) to a high-heeled little 
station wagon with painted-on attitude. When the prac- 
ticality of early SUVs began attracting buyers, so many 


manufacturers jumped in with versions 
of their own, whether or not they had 
suitable platforms. 

Back here in our world, as motorcy- 
cling began to embrace the idea of going 
"round the world" on a BMW GS— the 
prototypical ADV machine— two things 
happened, in my view. First, a bunch 
of guys simply wanted bikes that looked like they could go 
anywhere, even if they never intended to leave the highway. 
Or their own state. 

But the second thing that happened is why I think the 
segment has legs: We've discovered they're really damn prac- 
tical and fantastically fun to ride. ADV machines, as a rule, 

have more upright ergo- 
nomics (high-ish handlebar 
and plenty of legroom) and 
provide a fantastic view of 
the road. Plus, you usually 
get low steering effort 
considering the bikes' heft. 

(Full disclosure: I dislike 

heavy-steering bikes.) 

For me, the feedback from the wide-set 
grips gives me great confidence in what 
the front tire is doing. I love the sensation 
of pushing a tall bike over into a turn— its 
height emphasizes and even exaggerates 
lean angle. I find bikes like this are easier 
to place in a lane, more willing to change 
lines in case of road debris, and simply 
more exciting to ride quickly. No doubt a 
hard-core supersport is faster, but if I'm riding on the street— 
at a rational street pace— I'm grinning bigger on an ADV than I 
am on a supersport. But that's just me. 

With an ADV, you get just enough wind protection to make 
highway travel less trying, and long-travel suspension that 
gets us down our increasingly marginal roads with ease. My 
point is that there are advantages to melding some dirt bike 
design elements into a modern, distance-capable streetbike. 

Let's agree to tolerate some breadth in the definition of 
ADV. Some bikes positioned here by their manufacturers 
are just tall sport-touring machines or today's version of the 
erstwhile half-faired standard. Remember those? I do, with 
no small degree of fondness. Some ADVs have real off-road 
chops— like the BMW R1200GS Adventure and KTM 1190 
Adventure R— but most do not. In the end, dirt-like "adven- 
ture" styling doesn't bother me a bit, and you can't see so 
much of it from the saddle. Give me a good time and practi- 
cality over strict adherence to a category definition any day. 
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Alloy Kevlar Jean $129 
Aeromesh Glove $24 
$IDI All Road Gore-Tex $325 . 
Veniar$topni$olld$99 . ** 

Oealer Locator @ niotonation.coin 
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BMW W-3 CRUISER 


m 

RUMOR 


Expect new things 
from Indian. There 
are rumblings 
regarding more 
variations featuring 
the Powerstroke 
111 powerplant — 
perhaps a Chief 
chop-job to create a 
simple cruiser or a 
more custom-styled 
bagger. 


First there were 
boxers then came 
the bricks... Recent 
patent documents 
(below) suggest 
W-3s might be 
^ BMW’s next 
I powerplant design. 


I t's been a decade since BMW cancelled the 
R1200C, but the firm has always intended to make 
a return to the cruiser category. Now we've seen 
the first indications as to how it will go about it. 

Not only had the R1200C failed to capture the 
enthusiasm of cruiser buyers, but the boxer twin 
wasn't suited to the large-capacity trend that the 
market has followed. Switching to a V-twin would 
be too much like following the herd, but the firm 
has now hit on the idea of using a novel W-3 engine 
layout— creating a machine that can wear familiar 
cruiser clothing but which will also be unlike 
anything else on the market. 

So far, BMW has patented two variations on the 
W-3 engine. Both appear to be air-cooled, which 
means the engines will have the clean, simple 
visual appeal necessary for a cruiser and will use 
pushrods instead of overhead cams, a decision 
that allows larger-capacity engines in a smaller 
space. The W-3 layout offers an advantage here, 
too, since it can fit an extra cylinder (and hence 50 
percent more capacity) into much the same space 
normally taken up by a V-twin engine. 


Honda Forza vs. Suzuki Burgman 200 

Midsize Scoots Go Head to Head Online 



HOW THE W-3 WILL WORK 

There have been previous W-3 efforts, 
most notably Jim Feuling's Harley-derived 
engine, which has powered several jaw- 
dropping customs over the years. Where 
BMW's designs differ is the use of more 
than one crank throw. 

In one design, the firm has used a 
three-throw crankshaft, more like an 
inline-triple than a V or W where you'd 
expect more than one piston to share a single crankpin. While the result is 
wider than a V-twin, it still offers the all-important visual effect and allows the 
use of virtually any firing order or interval. 

The second layout is even stranger, with two cylinders sharing a crankpin, 
in normal V-twin style, while the third piston gets its own crank throw, again, 
allowing freedom with regard to firing interval. This design is narrower than 
the first while still gaining the all-important extra cylinder. 

Unlike the Feuling W-3, which had a 90-degree angle between the first and 
third cylinders, the BMW layouts show a total of 75 degrees for the first design 
and 65 degrees for the second. That's much closer to a conventional V-twin 
cruiser engine dimensions, meaning a bike carrying the BMW engine could 
follow traditional styling cues despite the extra cylinder. -Ben Purvis 


An explosion of new options in the midsize-scooter market got us wondering: 
Which one's the best? To the garage, then, where Honda's 279cc Forza and 
Suzuki's Burgman 200— fresh off the boat from Europe— waited to duke it out. 

The Forza impressed us with high build quality, a crisp CVT, and tight handling, 
then shocked us with a $5,599 base price. Suzuki's Burgman is less stylish, but 
excellent under-seat storage and much better weather protection resonated with 
the pragmatists on staff. Also, at $4,999, there's $600 to be saved. 

We ultimately agreed that we would splurge for the extra 79cc of the Forza. 
What can we say? We're suckers for power and handling! For the full test and 
photo gallery, go to motorcyclistonline.com. 
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Q ZACK COURTS 


Oman cathcart, ktm, husqvarna 


10 QUESTIONS with: 

KTM President & CEO Stefan Pierer 


Sitting Down with 
the Leader of Europe’s 
Largest Motorcycle 
Maker 



K tm produced more than 120,000 motorcycles (including Husqvarna products) at its 

Mattighofen, Austria, facility in 2013, creating the highest revenue in company history (716.4 
million euros) and making KTM the largest European motorcycle manufacturer, ahead of even 
BMW. With the firm so clearly hitting its stride, what better time to talk business with Stefan 
Pierer, the man in charge of both the KTM and Husky operations? -Alan Cathcart 


MOTORCYCLIST: What was the balance of 
KTM streetbikes built in 2014, compared 
to off-road models? 

STEFAN PIERER: This was the first 
year that on-road is bigger than off-road. 
Although we also had an increase in off- 
road sales, on-road is growing much faster 
than anything else. 

MC: It also seems like you successfully 
turned Husqvarna around post-BMW. 

SP: Husqvarna sales in 2014 were the 
all-time highest in 110 years, at 15,000 
units, which 1 admit was beyond my expec- 
tations. I believed the brand had a huge 
potential, especially in the US. 

MC: What's the projection for Husqvarna's 
sales volume in the future? 

SP: Husqvarna has to become number three 
in Europe. It's very simple: Number one 
is clearly KTM; number two is my favorite 
competitor, BMW; and number three must 
be Husqvarna. So it's a clear message that 
with Husqvarna we have to overtake first 
Ducati then Triumph. 

MC: Where do electric bikes fit into this 
growth? 

SP: We've had a very good demand [for 
the Freeride E] from a specific group of 
customers who want to have something 
silent they can ride in their garden or 
neighborhood. I like this approach through 
sport and racing because otherwise you 
are just providing mobility with electric 



KTIVI will build 2,000 units of the Freeride 
E electric off-roader in 2015; the goal is to 
build 10,000 e-bikes annually by 2020. 


power, and this is not sexy— yet. But I'm 
convinced that in 10 years' time a major 
part of urban mobility will be based on 
electric vehicles. 

MC: What sales volume is KTM looking to 
achieve with electric bikes? 

SP: We are starting with a 2,000-unit 
production volume in 2015 for the three 
versions of the Freeride E. With the street- 
bike coming two years from now, let's say 
by 2020 we want to achieve 10,000 units a 
year together with the off-road E-models. 
Building up to 10,000 units a year by 2020 
is our goal. 

MC: How about the rumored MotoGP 
machine? Will it be a 75-degree V-4? 

SP: No, it's in fact slightly less than 90 
degrees so as to have more flexibility on 
the front end on the different tracks— 
that's what we have learned by studying 
closely what the others are doing. You 
will see a tubular frame, just as in Moto 
3, where we showed the whole world 
that the tubular frame is much better than 
anything in aluminum— contrary to what 
Ducati seems to think, they have the total 
opposite opinion. 

MC: What's the timeline for the MotoGP 
project? 

SP: By May or June this year the engine 
will run on the dyno, and we expect to 
make our first tests sometime in the 
autumn. We plan to go racing in 2017 for 



KTIVI on-road sales eclipsed off-road sales 
for the first time In 2014, thanks to the 
popularity of new models like the RC390. 


the whole season, but maybe at the end of 
2016 we can do a couple of races as wild 
cards to get some race practice. 

MC: No mention of off-road racing yet. 
Does this suggest KTM will make any 
changes in that direction? 

SP: No, no, no\ Maybe from the outside it 
looks like everything is heading towards 
on-road due to the huge success we're 
having with our sales, but in off-road 
we are still the market leader and still 
the benchmark. In the upcoming 2016 
model season you will see a totally new 
Motocross range which is state-of-the- 
art with new engines, new chassis, new 
everything. 

MC: It sounds like KTM is in very good 
shape. What are your future plans for the 
company? 

SP: We have a very ambitious stra- 
tegic plan for 2020, by which time we 
want Husqvarna to be the number three 
European manufacturer and for us to 
become the global number three among 
the sports motorcycle manufacturers. That 
means we have two Japanese to completely 
overtake— we already passed Suzuki in all 
developed markets. Kawasaki is still in front 
of us, but we are coming closer. 

MC: What will it take to achieve this? 

SP: We will build 250,000 units in the 
various different sectors, with both 
brands— Husqvarna and KTM. 



I- 


Under KTIVI’s careful guidance, Husqvarna 
just enjoyed Its most successful year ever, 
selling more than 15,000 total units. 
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ZERO GRO 
UP FOR 201 

ACROSS-THE-BOARD 
UPDATES SIGNAL 
E-BIKE MATURITY 


he big news for Zero Motorcycles izeromotorcycles.com) in 2015 isn't that Chief 
Technology Officer Abe Askenazi has created his own kind of Mr. Fusion or invented 
a battery with the energy density of gasoline. (He wishes!) Nope, it's that Zero has grown 
into the kind of company to get the attention of Showa, Bosch, Pirelli, and Spanish brake- 
maker J. Juan. Improvements throughout the line stem from these strategic alliances. 

ZERO SR 

Thanks to permanent magnets capable of handling higher temperatures before 
de-magnetizing, the SR (shown above) puts down 67 hp and 106 pound-feet of torque- 
compared to 54 hp and 68 pound-feet of torque for the S and DS models. It's quick off the 
line and capable of running 100-plus mph for a short time or 85 mph sustained. Cautious 
motor-controller programming keeps it from being a wheelie-prone, tire-smoking beast. 
It's actually smooth, quiet, and easy to ride. Ridiculously easy to ride, in fact. 

Thanks to new Showa suspension, the SR rides well and now, thanks to J. Juan and 
Bosch, stops in contemporary fashion too. ABS is now standard across the line. 

Revised battery chemistry for the SR, S, and DS models increases range slightly. The 
SR carries the largest internal battery pack (12.5 kWh capacity, max), good for a claimed 
151 city miles or 102 miles of combined city/70-mph highway riding. Add the 2.8-kWh 
Power Tank cell and you can go 185 and 125 miles, respectively. Prices start at $17,345. 


Although they look fairly different, the S (top) and DS 
(bottom) share the same basic chassis, motor, motor 
controller, and battery-pack options. A straight-up street- 
bike, the S has three-quarters of an inch less suspension 
travel and conventional 17-inch wheels while the DS has a 
19/17-inch combination rolling on Pirelli dual-sport tires. A 
taller bar gives the DS the impression of being larger. 

Both feel less powerful next to the SR, but for 
commuter-centric missions they're more than quick 
enough. Baseline battery packs are 9.4 kWh max capacity, 
but you can upgrade to the 12.5 kWh pack and also add 
the 2.8-kWh Power Tank. Range mimics the SR's with 
the same battery capacities but is 113 miles city and 76 
miles combined city/70-mph highway with the smallest- 
capacity battery. Prices start at $13,345. 


ZEROS AND DS 
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ZERO FX 

The FX is Zero's hooligan machine. It feels like an enduro 
bike that somehow got licensed for the street, with a 
compact riding position, tall suspension, and a character 
that encourages you to wheelie and hop curbs. With its 
largest battery pack (5.7 kWh maximum capacity), the 
289-pound FX is a massive 92 pounds lighter than the DS 
with its smallest pack. The difference feels greater. Its 
44-hp engine (27 when you get just the single 2.8-kWh 
battery pack) puts out 70 pound-feet of torque, in a light, 56.6-inch-wheelbase chassis. 
Range is 70 miles city and 42 miles combined city/70-mph highway. Prices start at $9,845. 

—Marc Cook 
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nrS LIFE’S JOURNEY, REALLY - 

TO FIND WHAT MOVES YOU. 
MID, OF COURSE, NOT ALL OF US CAN DO 

miAT WMfrmiENEVER WE WANT. 




BMW Motorrad 
USA 




OR CAN WE? ^ 


> MAKE LIFE A RIDE. 

#MAKELIFEARIDE 

J. 




BEHIND BARS 


MAPPING JORDAN 


W hen I haven't been somewhere in a while, I always go 
to the Can first. No, not— never mind. Yes, that one too. 
The Can is a 7.62mm ammunition can stuffed with 
maps. Some are velvety, tissuey, greasy, and gray with use. 
That's how you identify the good ones. Other maps huddle 
in various spots— tank bag covers, car door compartments, 
riding jackets— but it's the Can where the good stuff sleeps. 

About an hour north, Jordan Road is a worthwhile 
exercise. Scenic, variegated, rippled, and humped, J-Road 
wanders north out of Granite Falls to run between ranches 
and hillsides, nuzzling the South Fork of the Stillaguamish. I 
ride Jordan for the same reason pianists run the scales. 

My route to Jordan is plotted in dingy orange highlighter 
on a superannuated WSDOT map. We could replace it every 
year for free, but maps, like jean jackets, gain value as they 
age until, when well-nigh perfect, they more or less vaporize. 
This one charts years of good eats, scenic vistas. Pretty 
Girls, flashy bikes, oases to rest and think. It also records 
whipping storms, downed trees, icy roads, and scores of 
unintentionally homicidal drivers: FlC SVNT DRACONES. 
Smudges on the map. 

When I disinterred my neatly folded map, it appeared as 
respectably complete as a middle-aged BMW jockey, dressed 

“Maps, like jean jackets, gain value 
as they age until, when well-nigh 
perfect, they more or less vaporize.” 


up snappy in world-proof gear. Unfolding it revealed heart rot, a 
punky hole that could fail all the way to the edge at one clumsy 
swipe. Cautious as a curator, I slipped it under the yellowing 
window on my tank bag, smiled nervously at Pretty Wife, and 
we hobbled off toward the far edge of Snohomish County. 

Wobbling like a meth-addled three-patcher, I sawed my 
way through a half-dozen apexes per curve, unable to trust my 
body, my bike, or that fine, familiar road. Whatever broke inside 
me last summer wasn't just my spine. Every move I planned 
drained away through that anxiety-fringed hole in my middle. 
Black Betty snorting and bucking as any mount will when she 
suspects her rider. 

Flalfway along, we hauled down at Jordan Cemetery. 
Smooth and fast on fine bikes. I've blown past its pullout a 
dozen times, but this ride demanded a break. 

Pretty Wife pulled up, hopped off her Strumpet, and word- 
lessly took my hand. No bird chirped as we shuffled up the 
grass drive to an iron gate opening onto old markers of the 
ends of roads. 

They may as well have been runestones. Each flat rock 
remembered some tough towhead: Engstrom, Jonson, 
Erickson, Knutson. There weren't any Peterrsons; my people 
lie south in The Dalles. They weren't soft-handed writers 
either. They farmed and drank and felled big timber, and plenty 
of their markers bear smaller numbers than mine would, were 
it carved in stone today. 

When I crayoned the first lines onto my personal atlas, 

I never imagined it would bear me past the state lines of 
Oregon, but it's a big, blowsy thing now, stitched together of 
mismatched colors and strange terrain, undifferentiated pages 

of nonsense and meaning 
loose-bound at their edges, 
illuminated by angels and 
monsters all racing outward 
from the center. 

Where the hole is. 

I never knew those 
squareheads quietly planted 
along my favorite road, but 
my debt to them is plain: 
not to cosset my map in the hermetic safety 
of the Can but to hold it close and wear it 
through, to etch plans and memories onto 
it until they're overlaid and interlaced like 
full-cuff tattoos. To tape up that hole in 
the middle, smoothing those jagged lines 
back into smooth sweepers with warm, 
unshakeable, grease-nailed hands. 

And then to ride the whole territory, all 
the way to its frazzled edge, until I meet 
them there. 



A well-marked 
map charts 
more than just 
roads. A stack 
of well-marked 
maps is an 
invaluable 
asset. 



JACK LEWIS 


Jack Lewis writes preternaturally clean copy, grievously stained by filthy words. In addition to journaling his motorcycle misadventures in Motorcyclist and on jaxworx.com, 
Jack has released books including an Iraq military memoir titled Nothing in Reserve and the definitive work on (Jack's) motorcycle riding, Head Check. We recommend them. 
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CODE BREAK 


NO BRAKES 



L ast summer we did an experiment with one of our 

California Superbike School students, 16-year-old AMA 
Pro roadracer Joe Roberts, at New Jersey Motorsports 
Park s “Thunderbolt" circuit. Guidelines for this test were 
simple: Lap the circuit in fourth gear only, without touching 
the brakes, riding one of our stock BMW SlOOORRs. it had 
been years since Td asked a pro racer for lap times under 
those riding conditions. 

Joe has the right go-fast credentials: He still holds the Red 
Bull Rookies Cup lap record at Brno in the Czech Republic, 
set three years ago. In 2013, between Rookies Cup rounds in 
Europe, Joe entered five AMA Pro-SuperSport races— and won 
them all. He can ride. 

Despite riding on well-worn Dunlops, Joe recorded a 1:32.3 
lap— without using the brakes. That's just 12 seconds slower 
than the AMA Pro Superbike record at that course and about 
seven seconds off winning CCS literbike club-racing lap times. 

It goes without saying that would be a more than respectable 
trackday lap. But what does this say about good braking habits? 

In response to the multitude of braking errors we repeatedly 
observed at the school, we first instituted a fourth gear/no 
brakes riding exercise for students way back in 1983. There 
are as many braking errors as there are different approaches 

“Proper braking all begins with the 
rider’s own sense of speed, with or 
without brakes (and gears).” 


to braking, the most glaring being inconsistent corner-entry 
speed. Accurately predicting your line, midcorner speed, 
steering rate, lean angle, and apex are all difficult at best when 
your entry speed fluctuates from lap to lap. 

The theory of the no-brakes exercise is simple: Proper 
braking all begins with the rider's own sense of speed, 
and with or without brakes (and gears), speed decisions 
are based on an intimate, intuitive ability to process bike 
feel. Physical sensations and visual feedback provide the 
raw information to make accurate speed adjustments. The 
no-brakes exercise— which is just that, an exercise, not a 
riding technique per se— is a particularly effective way to 
sharpen and develop one's own sense of speed. 

Like a computer's virus-detection program, our sense of 
speed should be operating all the time to catch errors and 
guide how quickly or slowly we pull and release the brake 
lever to achieve an acceptable entry speed. Corner-entry 
speeds for a pro racer are typically very consistent, often 
varying by less than 1 to 2 mph from lap to lap. Average riders 
may vary 5 mph or more. Humans have this facility innately, 
but it does improve with practice. 

Braking is an essential skill to master, and good technique 
demands continual comparisons of multiple factors including: 
bike pitch in response to braking force, lever pressure 
changes, rate of deceleration, lean angle if you are trailing the 
brakes, location on the road (or track), estimated line based 
on current rate of deceleration, and more. Maintaining a firm 
grasp on the objective— optimum entry speed— becomes an 
art under these conditions. 

Hard braking requires even more attention, and the harder 

the braking effort, the more 
attention it absorbs— which 
can cause awareness of 
your entry speed to suffer. 
Improving and fine-tuning 
your sense of speed by 
removing the distractions 
of braking and down- 
shifting is the purpose of 
the one-gear/no brakes 
riding exercise. Braking 
and corner entries both 
improve proportionately 
with the rider's trust in his sense of speed. 

A safe environment such as a trackday 
or riding school is the ideal place to practice 
this exercise. However, I'm willing to wager 
that the results might help you achieve a 
new level of riding confidence and personal 
satisfaction no matter where you ride. 



It sounds coun- 
terintuitive, but 
experiments 
with pro racer 
Joe Roberts 
showed that 
you can iearn 
a iot about 
proper braking 
technique by 
riding without 
using brakes. 


Keith Code, credited as the father of modern track schools, founded his California Superbike School in 1980 and currently operates programs in 11 countries and on six conti- 
nents. His ATwistoftheWrist series of books (and DVDs) are thought by many to be the bible of cornering. 
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DRAWING THE LINE 


TALE OF TWO FORKS 



a conventional fork; it has a Telelever. While a conventional 
fork s rake angle and trail decrease as the fork compresses, 
the Telelever s rake angle and trail increase as the suspension 
moves from full extension toward full compression. 

That's because the end of the arm (or the "lever") that 
braces the Telelever travels in an arc that actually moves that 
steering pivot forward. Since the top of the Telelever fork pivots 
in a spherical bearing directly beneath the handlebar plate, 
that movement causes the fork's rake to increase, as the top 
remains fixed and the pivot above the wheel moves forward. 

What surprised me as I drew up schematic illustrations of the 
Telelever at different points in its travel was just how much the 
rake angle and trail changed as the wheel moved through its 4.7 
inches of travel: Rake increases about 5 degrees, and the gain in 
trail is close to 1.2 inches. In percentage terms, rake increases 
20 percent and trail increases by 35 percent! Averaged over 
the length of the stroke. Telelever's rake is approximately 
26.5 degrees and trail is approximately 3.9 inches— much less 
aggressive than it seems at first glance. 

The geometry of the Telelever is unique, but it obviously 
does its job well. So why change? There are a few possibilities: 
Because of its variable geometry. Telelever feedback may 
feel less precise even as it delivers improved ride quality. A 
conventional fork may cost less overall and may weigh less too, 
but I think the biggest reason for the change had, ironically, 
nothing to do with suspension. It's the radiator. The latest 
version of BMW's signature boxer engine is liquid-cooled 
and thus needs a radiator, and a radiator can't be located in 
the conventional central location with the Telelever because 

the suspension arm swings 
through that area. On the GS 
model the solution was to fit 
two radiators, one on each 
side of the Telelever arm. 
Because the GS has a wide 
handlebar and dirt bike-like 
radiator shrouds, the wider, 
two-radiator setup worked 
in terms of styling and 
ergonomics. (Dual radiators 
work into the RT's styling as 
well.) This wasn't the case with the roadster; 
to allow a conventional radiator arrangement, 
the Telelever had to go. 

I'm sure as BMW planned its new models 
there were entire lists of pros and cons for a 
conventional fork and for the Telelever that 
were discussed. The decision wasn't made 
for just one reason, but the radiator concerns 
were probably near the top of any list. 


A look 
beneath the 
bodywork 
of the 2012 
BMW HP2 
Sport, the last 
true sportbike 
equipped with 
the Telelever 
fork design. 


L ately I've fielded a few questions about BMW's decision 
to use a conventional fork on the all-new R1200R, rather 
than the Telelever used on preceding models. Is it an 
issue of cost? Handling? Weight? Or is BMW admitting that 
there is something wrong with the Telelever design? 

With BMW reverting to a conventional fork on some key 
models, I thought it a good time to look closely at the Telelever 
design. For my benchmark Telelever bike I chose the 2012 
BMW HP2 Sport, which may be the ultimate Telelever- 
equipped BMW performance bike. There are a number of 
high-quality CAD illustrations of the HP2 available; these, plus 
published specs, made analysis of the HP2 Telelever relatively 
easy. Rake angle is listed at 24 degrees, a fairly conventional 
sporting number. Trail, on the other hand, is a very aggressive 
3.38 inches. Compare that to Ducati's 899 Panigale that has 
the same 24-degree rake but 3.8 inches of trail. 

One might expect the Ducati to have the more aggressive 
number, but it doesn't. That 3.38-inch number would likely 
give a bike with a conventional fork such quick steering 
that it would verge on instability. But the HP2 doesn't have 

“Is BMW's decision to use 
a conventional fork an 
admission there’s something 
wrong with the Teielever?” 


i 


James Parker designed his first original motorcycle in 1971; his most recent design is the Mission R electric superbike. In between, he worked on multiple other motorcycle 
projects, including 30 years spent evolving the RADD front suspension system used on the Yamaha GTS1000 and various other prototypes. 
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Ruby’s Ride Above All, 
Motus Commotion 


LETTER OF THE MONTH 


Ruby Rocks It 

I wanted to send a sincere thank you to Aaron Frank for his article, “Ruby's Ride." 

As an 80-hour-a-week firefighter and father of three younger children, 1 always find 
it hard to reconcile my love for long-lost highways on two wheels with being a good 
(read: mostly present) dad. Aaron's article really struck a chord with me. 

In it he has managed to express with clarity not only what it means to be a motor- 
cycle lover but a “motorcycle dad.'' He's given me the inspiration to create my own 
Hansel & Gretel to try and share more of myself with my children so that they might, 
in turn, share more of themselves with me. Thanks, Aaron, for setting the bar just a 
little higher. 

Rock Domineck / via email 

Thanks, Rock. And to get you started 
on your own project is a set of 
R&G Aero indicatorsfrom Twisted 
Throttle. Fitted with clear lenses and 
including an LED that illuminates at 
the end of the stalk, the $99 Aeros 
come in black or silver. —Ed. 



RUBY’S RIDE 

I read with a warm heart Aaron Frank's 
story (“Ruby's Ride,'' March, MO of 
this sidecar purchase and ride with his 
daughter Ruby. It reminded me of the 
years my children spent with me in the rig 
we put together, my daughter in the chair 
and my son behind me, as we followed 
their mother on her bike. The bike was a 



fully outfitted old-school tourer based on 
a 1979 Yamaha XS1100 that the previous 
owner had left to languish. The sidecar 
was a Velorex 700 model that I rescued 
from a small BMW shop. We dubbed them 
Wretched XS and XS Baggage, due to elec- 
trical problems we suffered for the first 
year until a fellow “chair" owner told us a 
car battery in the rig would supply needed 
ballast and electrical power. Aaron's 
article helped me remember how our rig 
helped us ride as a family for many years. 

Philip J. Lepel / Macedon, NY 

I read your “Ruby's Ride" with tears in my 
eyes. My own daughter and I, years ago, 
drove to a local drive-in and purchased one 
Coke to share. She was three at the time. 
Unknowing, I was starting a unique tradi- 
tion that lasted through college. About two 
or three times a week, Lindsey would come 
up to me and kind of whisper, “Dad, let's 
go get a Coke." And, of course, we did. For 
the next 18 years. My daughter is married 
now, with two kids of her own, and I can 
only hope son-in-law Danny picks up this 
simple but unforgettable activity with his 
daughter Madie and son Micah. 

Keith Ingram / Clovis, NM 

Short and sweet. Thanks, Aaron. Your 
sidecar adventure had me smiling. Wow, 
how amazing our first journey on two (or 
three) wheels can become. Congrats on a 
wonderful family and memories that will 
live on forever! 

Steve G. / Miami, FL 


Last evening I sat down with my March 
2015 issue of Motorcyclist, found “Ruby's 
Ride," and devoured a most wonderful 
read. Thank you to Aaron and Ruby for 
sharing their heart-warming story of 
Hansel & Gretel. Sidecars can do that: 
make life worth living. 

Pete Dopson / Sudbury, Ontario, Canada 

I just finished reading Aaron Frank's 
story, “Ruby's Ride." It's truly outstanding 
journalism. I read this article through 
misty eyes, and I'm sure that has never 
happened to me with an article in a 
motorcycle magazine before. Aaron, that 
is one clapped-out sidecar rig you own, 
but believe me when I tell you, you are a 
millionaire where it counts. 

Bob Campbell / Avondale, AZ 

GET A HANDLE ON IT 

Rather than bemoaning the insufficiencies 
of body steering, Mr. Code should parade 
his double-handlebar BMW as the amazing 
tool it is (Code Break, March, MO. The pure 
nature of motorcycle physics cannot be 
experienced with your hands on the bar. 
Only by riding freehand at speed can you 
experience and understand the forces that 
make the motorcycle and the jet aircraft 
so similar. Install a throttle lock and let 
go of the bar. You will then see how little 
body effort and change of aerodynamics 
it takes to control direction. Once you 


kfMJWthe freefiand feel your bike, yoti 
can better appreciate the true magic of 
countersteering. 

Mike Romans / via email 

THE JACK AND JOE SHOW 

Thank goodness for Jack Lewis. He is the 
reason I am still subscribing. His “Rode 
Map" (Behind Bars, March, MO column 
convinced me he gets it. Few writers I 
have read over my decades of riding have 
been able to capture the essence of why 
we ride and continue to ride. His quips 
keep it humorous and engaging. Same 
for Joe Gresh. Their columns are looked 
forward to and missed when they are 
absent. As long as they keep writing, I will 
keep reading your magazine. 

Jerry Spinney / Vancouver, WA 

So you're Jack's uncle or Joe's? —Ed. 

MOTUS-DELECTI 

I was thrilled to see the Motus MST article 
(First Ride, March, MO after hearing about 
Motus and sitting on a pre-production bike 
at their display at Circuit of the Americas 
MotoGP last April. It was a great article 
with detailed ride-quality information. 
Coincidentally my favorite dealer is going 
to carry Motus, and I am signed up for a test 
ride when available. Thanks for the topical, 
detailed article. 

Dan Casey/ via email 
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Email us at mcmail0bonniercorp.com 
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MY BIKE 

1996 Ducati 
M900 Monster 


Karen Ide 


San Francisco 
Bay Area 
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I am an artist, a painter naturally drawn to 
vibrant colors. When I first saw a yellow 
Ducati on a dealership pedestal, it was love at 
first sight. A couple years later I got my M900. 
It came from a member of a wayward club 
called “When Pigs Fly," a bunch of Ducati- 
riding cops from the Bay Area. My bike has 
some high-performance mods: a 916 front 
end, Marchesini wheels, flatslide carbs, an 
Ohlins shock, and Remus pipes, to name a 
few. Plus, it was the right shade of yellow! 

When 1 was 17 1 told my mother, much to her 
horror, that 1 was going to get a motorcycle. 

My first bike was a Yamaha RD400, a boy- 
racer with BUB pipes, rearsets, low bars, and 
black spray paint to make it look cool. A blue 
RD followed, and then 1 graduated to a Moto 
Guzzi LeMans CX100 that sparked my love 
affair with Italian motorcycles. It wasn't just 


visual attraction but also about the sound. 1 
went from riding down the road buzzing like a 
bumblebee to setting off car alarms with that 
unmistakable low rumble. Viva lltalia! 

Two years ago, a driver talking on a cell 
phone rear-ended me while 1 was stopped at 
a red light. Thankfully 1 was in my car and not 
on my bike, but 1 was still seriously injured, 
and my hands are just now able to ride— and 
to pick up a paintbrush— again. 1 was lucky 
enough to check the Isle of Man TT off my 
bucket list recently, and that has changed my 
life and refueled my passion for bikes. 

I've also started a series of paintings of my 
dream bikes, in oils. While 1 may not be able 
to own all the handsome bikes out there, 1 can 
still render them on canvas. The artist Rene 
Magritte once said, “Life obliges me to do 
something, so I paint.'' To that I add: “And 1 ride.'' 


fl COLIN PATTISON 
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FIRST RIDE 
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“A MotoGP bike for 
every rider ” 


W£SA¥ 

“Shockingly, not 
that much of an 
exaggeration” 


WORDS: Zack Courts / photos: Yamaha 


2015 

YAMAHA 
R1 & RIM 

A New Crossplane R1 Radically 
Ups the Superbike Ante 


The good news for current 
Yamaha R1 owners? Your bike is 
still part of a long line of arche- 
typal superbikes, feared both on the street 
and the track. An industry icon, even. The 
bad news? Your bike is now also obsolete. 
Almost any street-going superbike, really, 
has just taken a discernible step back- 
ward. You heard it here first: Yamaha's 
2015 YZF-R1 is the next big thing. 

To take such a huge leap forward, 
Yamaha contemplated and redesigned 
seemingly every part of the motorcycle. 
In addition, there was a serious shift in 
design philosophy. Yamaha admitted 
that for previous R1 models the focus 
of development was on road-going 
performance. That is no longer the case. 
For 2015 the orientation of the R1 is 


track performance first; everything else 
comes second. 

Just how painstaking is the process 
of creating a new-from-the-ground-up 
superbike to take on the likes of Aprilia, 
BMW, and Ducati? Let's start with a 
few numbers: Pistons are larger but 8.5 
grams lighter than the previous Rl's. The 
clutch is 7 percent smaller in diameter 
and 19 percent lighter. The bores, intake 
valves, and exhaust valves are all larger, 
yet the engine is 1.3 inches narrower at 
the crank axis. The engine is 8.8 pounds 
lighter than before but is more powerful 
than ever. Cast-magnesium wheels save 
1.9 pounds, while the new gas tank is 
formed from three sheets of aluminum 
and is 3.5 pounds lighter. 

The list goes on, but the upshot of all 


of this laborious engineering, Yamaha ' 
claims, is a 439-pound wet weight, 197 
crankshaft horsepower, and, overall, 

“the most technologically advanced 
motorcycle Yamaha has every put into 
production.'' (We're warned the horse- 
power will be less for US bikes, and 
weight will likely be a few pounds higher 
due to a more complicated exhaust pipe. 
We will test and update this as soon as 
we have a bike in our shop.) 

Company test riders from all over 
the world were flown to Japan to ride 
Yamaha's Ml MotoGP machine in 
order to set goals for how the new R1 
should behave. Racers too. Josh Hayes 
and Valentino Rossi did their part in 
contributing to the development of the 
Rl. During the technical presentation 
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Yamaha went so far as to call it, "'a 
MotoGP bike for every rider." 

Fitting, then, that our test took place 
at Eastern Creek Raceway s Brabham 
Circuit, 2.8 miles and 18 turns of 
undulating, former-Grand-Prix pave- 
ment located 25 miles east of Sydney, 
Australia. The track s mix of fast 
sweepers, obnoxiously tight hairpins, 
and blind crests meant the ultimate test 
of rider confidence, something the new 
R1 builds extremely well. 

It starts with a much different riding 
position, with both the footpegs and 
seat being raised (the saddle is an inch 
taller for 2015 at 33.9 inches) to create 
10mm more legroom and more than 2 
inches more reach from the center of 
the seat to the clip-ons. The result is a 


commanding riding position, well suited 
to the track. For the street it will feel 
aggressive, and the seat is very thin. 

Engaging first gear and putting out 
of the pits, the shorter internal gear 
ratios are noticeable— first through 
fourth gears have been shortened, and 
final-drive gearing is also shorter. The 
engine revs more freely at low rpm, too, 
despite the focus of tuning for the new 
mill being on high-rpm power output. 
Yamaha claims the livelier feel comes 
from a multitude of small changes, from 
rocker-arm cam followers that allow 
lighter valve springs to an improved 
oiling system and less counterbalance 
weight for the crankshaft. 

Once at speed the new engine feels 
incredibly smooth while still emitting 


that lovely. Crossplane growl that has 
come to define the R1 over the past 
six years. A new Quickshifter System 
(QSS) is standard equipment these 
days if you want to be taken seriously 
in the supersport category, and it works 
beautifully. Linked brakes— or UBS, 
for Unified Braking System— are a new 
feature on the 2015 Rl, with the front 
brake lever also applying pressure to 
the rear rotor (but not vice versa) above 
12 mph. Our testing time with UBS was 
limited; it was disabled almost immedi- 
ately for better track performance. 

A full road test will likely bring to 
light some of the sacrifices Yamaha has 
made for track performance, but in our 
limited low-speed experience with the 
new Rl it seems perfectly docile. It s 
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when the pace picks up that the R1 
truly impresses. As quickly as the 
variable-length intake trumpets rise 
up and allow the engine to breathe 
through shorter velocity stacks the 
R1 switches from a calm, smooth, 
sporty machine into a razor-sharp 
track weapon. 

As you ask the R1 to perform, 
you become very aware of all of the 
bike's actions. Throttle response 
feels incredibly connected to your 
wrist; the chassis is agile, willing, 
but amazingly stable. It changes 
direction, holds a line, and fires down 
straightaways in such a casual way 
that it almost feels like the bike isn't 
trying. The fork and shock (both by KYB) are fully adjustable and a definite 
upgrade from the previous model's in-house components. 

The RTs foundation is extremely solid, no doubt a result of the obsessive 
engineering that went into the chassis, but it does have help from electronics. 
Lots and lots of electronics. Take a deep breath and stay with us here... 

At the core of the component complex that makes up the Rl's brain is a 
six-axis IMU, short for Inertial Measurement Unit (if you've read the accom- 
panying Ducati 1299 Panigale S or KTM 1290 Super Adventure First Rides you 
already know this drill). This IMU tracks the bike's movement via three gyros, 
monitoring roll, pitch, and yaw, and three G sensors that measure the Rl's 
accelerations left to right, up and down, and front to back, basically allowing 
the motorcycle to “feel" how it's moving. That data (from lean angle to rate 
of acceleration) is then shared with the 32-bit CPU, calculating as quickly as 
125 times a second to control the Yamaha Ride Control (YRC) systems— read: 
traction control, ABS, etc.— that manage traction and stability. 

A Launch Control System (LCS) is new for the Rl, and it holds revs at 
10,000 rpm to allow the rider to focus on only the clutch engagement. We 
tried it. It's neat, but further testing is needed to see if it's actually better than 




You might be reading this thinking superbikes 
can't get any more complicated, but that would 
be to ignore one of the most exciting pieces of 
the 2015 Rl story: the RIM. This is what the HP4 
was to BMW's SIOOORR in 2013, except Yamaha 
has released them in conjunction. The $21,990 
M version is largely the same bike as the base 
Rl— the basic chassis is the same, as is the spec 
of the engine— albeit with some (very) fancy bits 
added: carbon-fiber bodywork, a hand-polished 
aluminum gas tank and polished swingarm, and 
a wider, 200mm-wide rear tire. 

Most notable is the Ohlins suspension front 
and rear, equipped with what Yamaha calls 
Electronic Racing Suspension, or ERS. This is 
the same technology applied to Ducati's new 
1299 Panigale S, where the bike is designed to 
react to data from the IMU in order to stiffen, 
soften, and otherwise perfectly damp your 
attempt at the perfect lap. 

All the while, your data is being recorded with 
a standard GPS-enabled Communication Control 
Unit (CCU), which tracks the bike's position 
(and therefore lap times) as well as 21 channels 
of data, received from the IMU and ECU. Lean 
angle, throttle position, speed, gear position, 
and intervention from all YRC parameters are 
compiled, fed to a graph, and available for the 
rider to read on Yamaha's Telemetry Recording 
and Analysis Controller (Y-TRAC) application for 
smartphone or tablet. 

We were given three sessions at Eastern 
Creek aboard the RIM, which had been set up 
with slick tires and a 43-tooth rear sprocket 
(stock is 41) to compensate for the 200-65 rear 
slick's tall profile. In terms of power and braking, 
the upgraded bike feels very much the same, but 
the combination of slicks and Ohlins ERS make 
the RIM almost unflappable. 

Every way you turn there is an electronic 
guide to save a misstep. About to miss an apex? 
Simply roll the gas on and point the bike where 
you want it to go; the shock will stiffen to main- 
tain proper geometry, TC and SCS will save any 
slide, and when you power down the straight- 
away you'll pop through the gears wide open 
(thanks to QSS) in a perfect, low wheelie. 

You will feel like Valentino Rossi, and it will 
feelgood. —Zack Courts 



ON BOARD WITH 

ELECTRONIC 

SUSPENSION 
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2015 YAMAHA R1 & RIM 


Top: The full-color LCD dash in Track mode, 
shown here, displays laptime and gear posi- 
tion prominently. Street mode emphasizes 
road speed. Above: Menu navigation is via 
this thumb wheel; spin up and down to 
change functions then click to select. 


EVOLUTION 

An all-new version of the 
R1, adapting even more 
MotoGP technology. 


RIVALS 

Aprilia RSV4, BMW S1000RR, Ducati 
1299 Panigale, Honda CBR1000RR SP, 
Kawasaki ZX-10R, MV Agusta F4 


a manual launch. Yamaha's Lift Control 
System (LIF) manages wheelies in three 
levels of sensitivity, all of which work 
quite well. Setting 3 is the most conser- 
vative, trying to keep the front wheel on 
the ground. Setting 1 is the least intrusive 
and the clear choice for performance, 
hovering the front wheel perfectly above 
the pavement while allowing the bike to 
accelerate at maximum pace. It's brilliant, 
but one of the amazing things about the 
new R1 is that with LIF turned off, the bike 
is still completely manageable. There is 
enough power to wheelie out of every 
corner, but as long as throttle inputs are 
measured the bike never does anything 
but rear up gently and surge forward. 

Less clear is the functionality of the 
new Slide Control System (SCS), a first 
for production bikes, Yamaha says. The 
system works in tandem with the trac- 
tion control, using IMU data to sense 
and correct cornering slides induced 
by lateral forces rather than wheelspin. 
Switching SCS off and leaving the 
Yamaha Chip-Controlled Throttle (YCC-T) 
traction control system to work alone, it 
was hard to say slide control was neces- 
sary. The RTs traction control uses IMU 
data and curbs power to the rear wheel 
via throttle butterflies, fuel, or ignition, 
but each of the three interventions is 
independent depending on how abrupt 
the loss of traction is. Bottom line: SCS is 
amazing technology, but with a chassis 
this stable and a TC system this good, we 


don't think it will have much work to do. 

If adjusting all of these systems 
sounds daunting, park your worries: 
Yamaha is one step ahead of you. Four 
ride modes— A, B, C, D— provide presets 
to suggest appropriate YRC settings 
for the rider's ability or intention. The 
presets are editable, including four 
power modes that can be adjusted inde- 
pendent of ride mode, and each of the 
ride controls (TC, SCS, LIF, LCS, and 
QSS) can be switched off except for 
ABS, which always remains on. All of 
the electronics are controlled from two 
bar-mounted switches and displayed on 
a color LCD screen. 

At this point it sounds like we're over 
the moon for the new R1 and the limited- 
edition M version (see sidebar) too. We 
admit to only having spent a day with the 
bikes, but just to be clear, yes, we are 
extremely impressed. The 2015 R1 is the 
new standard for how good a motorcycle 
can feel on a racetrack, and most impres- 
sively it accomplishes that without being 
a standout in any one category. It doesn't 
have the most power (we estimate about 
160 hp at the rear wheel) and it's not the 
lightest, but it is so incredibly capable 
that none of the individual statistics 
matter. And despite being one of the 
most advanced motorcycles on the 


The sharpest point of the cutting edge and 
quite possibly a new king in the superbike 
category. 


market, the base price is just $16,490. 

The R1 isn't just more electronics and 
more options; it's everything done better. 
It's a new interpretation of what a street- 
legal superbike should be, and as far as 
we can tell it's as close as any company 
has come. In the past we have imagined 
the perfect literbike, with the telepathic 
handling of Aprilia's RSV4, the sophis- 
tication of Ducati's Panigale R, and the 
refinement of BMW's SIOOORR. Yamaha 
has created that bike in the new R1. 


VERDICT 


PRICE 

$16,490 ($21 ,990 for the RIM) 

ENGINE 

998CC, liquid-cooled inline-four 

TRANS/FINAL DRIVE 

6-speed/chain 

CLAIMED POWER 

1 97.0 @ N/A rpm (European spec) 

CLAIMED TORQUE 

82.9 Ib.-ft. @ 1 1 ,500 rpm (European spec) 

FRAME 

Aluminum twin-spar 

FRONT SUSPENSION 

KYB 43mm fork adjustable for 
spring preload, compression and 
rebound damping; 4.7-in. travel 

KYB shock adjustable for spring 
preload, compression and rebound 
damping; 4.7-in. travel 

REAR SUSPENSION ~ 

FRONT BRAKE 

Dual Nissin four-piston calipers, 

320mm discs with ABS 

REAR BRAKE 

Nissin one-piston caliper, 

220mm disc with ABS 

RAKE/TRAIL 

24.074.0 in. 


33.9 in. 

WHEELBASE 

55.3 in. 

FUEL CAPACITY 

4.5 gal. 

CLAIMED WEIGHT 

439 lb. wet (European spec) 

AVAILABLE 

Now 

MORE INFO AT 

yamahamotorsports. com 
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METZELER PRESENTS THE STURGIS 
AMA SUPERMOTO ELEPHANT RUN. 


Supermoto is coming to this year's 75th Annual Sturgis® Motorcycle Rally™ and we're stoked to ride out front 
as sponsor of the event and tire choice of 2014 AMA Supermoto Champion Gage McAllister who rode to 
victory on our Racetec SM tires. 

Downtown Sturgis City Park • Sturgis, South Dakota • August 1st - 2nd 

Buy VIP Packages & More Information: SturaisCitvPark.com 
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THEY SAY 

“Raises the 
standards again. 


WE&AY 

“Still the 
quintessential 
italian superbike. 


2015 DUCATI 
1299 PANIGALE S 


Ducati Dials its Superbike Up From 11 to 12 


Sometimes it feels like there is 
nothing on this earth that can 
make you feel more alive and yet 
closer to death than a motorcycle. And 
in all the realm of two-wheeled travel, 
the most exhilarating, fearsome, and 
proudest ride toward that feeling might 
be Ducati s 1299 Panigale. It's easy to 
look at the 1299 and think the sticker 
on the fairing is the biggest change, 
but Ducati has refined and updated 
most aspects of its flagship superbike 
to create a worthy replacement for the 
groundbreaking 1199. 

A displacement bump from l,198cc 
to 1,285 is achieved by boring out 
the already-huge 112mm cylinders to 
116mm. The nose of the 1299 is wider. 


the windscreen is 20mm taller, and the 
tailsection has been redesigned and fitted 
with a much thicker seat. And that's just 
the stuff you can see. Under the skin, the 
steering head angle has been steepened 
half a degree to an even 24 degrees, and 
the swingarm pivot has been lowered to 
match the lowest setting of the adjust- 
able unit from last year's 1199 R. 

The crown jewel of updates on the 
1299 is the new-for-2015 IMU, standing 
for Inertial Measurement Unit. The 
IMU essentially measures how the 
bike is leaning, pitching, and acceler- 
ating and gives the data to the 1299's 
brain to process. Data regarding lean 
angle, for example, is processed by the 
ABS, wheelie control, and the Ohlins 


suspension systems to change allowable 
rates of deceleration, acceleration, and 
fork/shock movement, respectively. 

So, do all of these revised parts and 
added complexity draped over the 1299 
actually make it a better bike? From a 
pure performance standpoint, the extra 
87cc of bore creates more power, plain 
and simple. More importantly, Ducati 
claims that from 5,000 rpm to 8,000 
rpm the new engine averages 15 percent 
more torque than the old powerplant. The 
result is that the 10 more horsepower- 
now a claimed total of 205 at 10,500 
rpm and 106 pound-feet of torque— has 
a slightly more linear delivery, while 
maintaining the vicious top-end rush 
that defines the Superquadro V-twin. In 
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short, it s as blindingly fast as ever, if not 
more so. 

Chassis updates check out too. The 
steeper steering head angle has kept 
the biggest Panigale agile and light to 
the touch without making it nervous. 
Flicking the 1299 from side to side it 
behaves impeccably, with precision 
and lots of grip. It feels stiff but 
appropriate for lapping tracks quickly 
and not uncomfortable in fast, sweeping 
corners. Lowering the swingarm pivot 
has mitigated some of the nasty, slip- 
then-grip, rear suspension pump that 
we experienced as previous Panigales 
searched for traction on corner exits. 
The 1299 squats slightly more when 
power is applied driving out of corners 




and feels more stable while doing it. 

Moreover, certain aggravating things 
about the 1199 have been fixed, namely 
the rock-hard seat and horribly slip- 
pery cast footpegs. The seat will mostly 
contribute to making the 1299 a better 
streetbike and, in our opinion, detracts 
very little from the superbike feel on 
track. The Superleggera footrests fitted 
to the 1299 are such a huge and obvious 
improvement that it almost makes us tear 
up. To answer the previous question, 
yes, fundamentally the 1299 Panigale has 
been made better. 

Whether you like it or not, it s the 
growing array of electronic adjustments 
and rider aids that keep the Panigale 
relevant. The aforementioned data- 
serving IMU is a key component, allowing 
the 1299 to understand (on a basic level) 
what situation it s in to help the rider 
navigate more smoothly. The Ohlins 
suspension has two channels. Dynamic 
and Fixed. Dynamic adjustability consists 
of five settings, front and rear, that can 
be adjusted independently: Softest, 
Softer, Default, Harder, and Hardest. 

Each setting provides a bracket of rider 
preference, inside which the suspension 
adjusts as the bike is ridden. Information 


> Semi-active Ohiins mechatronic suspension 
can be disabied, ieaving the suspension in 
I fixed settings that are adjustabie manuaiiy. 

I But, as Ducati CEO Ciaudio Domenicaii said 
about event-based suspension: “it’s iike 
I having an Ohiins guy in your backpack!” 


from the IMU is used to determine 
whether the motorcycle is cornering, 
braking, or accelerating and the bike 
reacts accordingly, stiffening the shock 
when driving out of a corner or stiffening 
the fork under braking, for example. 

Similarly, ABS intervention is altered 
based on lean-angle data from the IMU. 
With more lean the 1299 “knows" that 
less brake can safely be applied, based 
on parameters preloaded into the motor- 
cycle s system, and so decreases the 
chance of over braking when entering 
a corner. With perfect weather and 
ultra-sticky Pirelli Supercorsa SC2 tires 
mounted for our day at the racetrack, it 
was difficult, if not inadvisable, to experi- 
ment with lean-angle ABS technology. 

Incidentally, the IMU does not influ- 
ence traction-control involvement. The 
1299 s TC system has been configured 
for the new engine s power delivery, but 
the algorithms for intervention remain 
the same as the 1199 model. 

Of the systems we were able to test 
thoroughly, some work better than 
others. DWC, or Ducati Wheelie Control, 
didn't win our hearts. The system is 
eight-way adjustable (nine if you count 
“off"), the higher the number the more 
intervention. Unfortunately it seemed 
to struggle with consistency. Level 8 
clearly allowed less front-wheel lift than 
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FIRST RIDE 


2015 DUCATI 1299 PANIGALE S 



Above: Finally, a comfortable seat! 

Below: The same large, full-color dash 
from the 1199 sits above an electronically 
controlled Ohlins steering damper. 

Below left: Massive M50 calipers squeeze 
330mm discs. ABS is standard. 


EVOLUTION 

Ducati’s ground-breaking 1199 Panigale gets semi-active 
suspension, more power, and a slightly better attitude. 


RIVALS 

Aprilia RSV4 RF, BMW S1000RR, 
Kawasaki ZX-1 OR, Yamaha RIM 


“Where some 


superbikes can be 
poiite and graciou; 
when asked, the 
Panigaie is brash and 
boastfui.” 


setting 1, but we couldn't find a sweet 
spot that contained the bike's tendency 
to snap up wheelies while still allowing 
smooth acceleration. It can't be fully 
trusted as a performance feature, and 
experienced track riders will want to turn 
it off and modulate wheelies manually. 

Conveniently, DWC can be adjusted on 
the fly via paddles mounted near the left- 
hand grip. Before embarking, the rider 
can select which system to adjust with 
the paddles: either DWC, traction control 
(also eight settings), or engine braking 
intensity (three settings). As handy as 
the paddles are, being able to fiddle with 
more than one setting at a time would be 
nice. 

Other pieces need no further devel- 
opment. The Ducati Quick Shift (DOS) 
system's new auto-blip downshift func- 
tion is brilliant. A gear- and rpm-specific 
map for the automatic throttle blips 
means the bike reacts differently for 
shifts in higher gears than lower ones, 
compensating accordingly for the change 
in ratio from gear to gear, providing the 
perfect downshift sans clutch lever. 

It's perfect for track use and spoiled us 
immediately. 


At the end of the wheelie-rich, tire- 
melting day it's all of the small changes 
that make the 1299 more user-friendly 
and therefore a more realistic competitor 
in today's showroom power struggle. 

We can conclusively say that the 1299 
is a more complete motorcycle than its 
predecessor, and we can also confirm 
it comes at a price. Specifically, a 
$24,995 price. The base model, fit with 
a non-electronic Sachs shock and 
50mm Marzocchi fork, as well as cast- 
aluminum (not forged) wheels, costs less 
at $19,295. 

It should be clear by now that Ducati 
isn't changing its tune. Yes, it's an expen- 
sive motorcycle, but it also delivers what 
Ducati customers have long appreci- 
ated— a bold statement. Where some 
superbikes can be polite and gracious 
when asked, the Panigale is brash and 
boastful. It always seems to be glaring 
around the garage, looking to pick a fight 
and assert dominance. And with the 
all-new Yamaha R1 on the horizon, as 
well as updated superbikes from Aprilia 
and BMW, the 1299 Panigale needs to be 
better than ever. We already can't wait to 
see which one comes out on top. 


TRANS/FINAL DRIVE 


CLAIMED POWER 



REAR SUSPENSION 



FUEL CAPACITY 


CLAIMED WEIGHT 


MORE INFO AT 


$24,995 

1 285CC, liquid-cooled 90° V-twin 

6-speed/chain 

205.0 @10,500 rpm 

1 06.7 lb.-ft.@ 8750 rpm 
Monocoque aluminum 

Ohlins NIX30 43mm fork adjustable for 
spring preload with dynamic compres- 
sion and rebound damping; 4.72-in. 
travel 

Ohlins TTX36 shock adjustable for 
spring preload with dynamic compres- 
sion and rebound damping; 5.12-in. 
travel 

Brembo M50 four-piston calipers, 
330mm discs with ABS 

Brembo two-piston caliper, 

245mm disc with ABS 

24.0°/3.78 in. 

32.7 in. 

56.6 in 
4.5 gal. 

420 lb. wet 
April 2015 
ducatiusa.com 


VERDICT 



The latest In Italian superbike chic; fast, 


sexy, and lots of personality. 
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FIRST RIDE 


WORDS: Marc Cook/ photos: Francesc Montero 


2015 KTM 1290 
SUPER ADVENTURE 


THEYSUtt^ 

“Making the 
adventure last 
longer” 

WEfiAY 

“And you won’t 
have to call your 
doctor after four 



hours.” 


More Than the Love Child 
of an 1190 Adventure and 
a 1290 Super DukeR 


Great rivalries are fine entertain- 
ment. Think Harley-Davidson and 
Indian. Triumph and BSA. Honda 
and Yamaha. Now imagine BMW and KTM. 
For the past couple of years, the not-so- 
little company from Mattighofen, Austria, 
has been bore sighting BMW with a raft of 
charismatic but still technically cutting- 
edge products. Once satisfied to dominate 
off-road racing and the dirt bike sales 
that go with it, KTM has outgrown those 
constraints. It wants BMW bloodied. 

If you need proof, consider the 1290 
Super Adventure. Based largely on the 
1190 Adventure that debuted just two 
years ago, the 1290 refines its approach 
and takes dead aim at BMW's R1200GS 
Adventure. KTM started with the basic 
1190 Adventure package. From the frame 
to the rear bodywork, it carries over many 
pieces from the 1190. 

But much is new, including a much 
larger fairing and considerably taller 


adjustable windscreen, intended to 
provide comprehensively more weather 
protection for the rider and passenger. The 
screen is so tall that it sits just below the 
eye level of most riders. It can be adjusted 
80mm vertically, and for shorter riders, 
the mounting brackets can be reversed to 
drop the screen by about 30mm while still 
maintaining the full range of adjustment. 
Horizontal slots in the clear screen join 
with a carefully calibrated gap between 
the rear of the screen and the surrounding 
bodywork to reduce turbulence. 

A wider upper fairing flares out to join 
the other big news for the 1290 Super 
Adventure: fuel, lots of it. Where the 1190 
Adventure carries 6.3 gallons, the SA's 
vessel swells to carry 7.9. 

From the mechanical to the electronic, 
then. With the 1290 Super Adventure, ride 
by wire returns, albeit with a number of 
new features. They include cruise control, 
activated by a trio of switches on the right 


cluster. And while the 1290 retains the 
familiar four ride modes: Street, Sport, 
Rain, and Off-Road, there's a new trick: 
When the electronics sense the rider has 
made an especially aggressive down- 
shift, they hold the throttle plates open 
very slightly to assist the slipper clutch 
in preventing wheel lockup. As before, 
changing ride modes also alters the bike's 
lean-angle-dependent traction control, 
with the most intervention in Rain, less 
in Street, even less in Sport, and permit- 
ting substantial wheelspin in Off-Road 
mode. Both the ride-mode-selected TO 
and the lean-angle-informed ABS can be 
switched off totally. 

Wheelspin would be part of your daily 
experience without the electronics, too, 
thanks to the bigger engine in the Super 
Adventure. While the SA's version doesn't 
quite match the Super Duke's claimed 180 
hp at the crank, it's close, with 160 hp at 
8,750 rpm. Peak torque is 103 pound-feet 
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at 6,750 rpm, up from 92 pound-feet at 
7,500 in the 1190 Adventure. 

Numbers don't do the power delivery 
justice. There's simply relentless, 
delicious torque everywhere. But the 
electronics won't let you get in too deep. 
Power moderation with lean angle 
prevents a lot of slip before it happens, 
and a fast-acting traction-control system 
keeps the wheels in line even when 
you're super aggressive or the surface is 
unkind to adhesion. 

Because the Super Adventure is 
KTM's most technologically advanced 
bike, it makes sense for it to carry the 
firm's first semi-active suspension. 

Built by WP, the system's responses are 
tuned by a separate menu offering Sport, 
Street, Comfort, and Off-Road. (Damping 
is set automatically by the system, but 




Clever cornering 
lights use a 
series of three 
LED segments 
that come on as 
the bike’s lean 
angle increases, 
projecting a beam 
into the turn. No 
moving parts! 


spring preload is determined before the 
ride and set at one of four levels.) KTM's 
programming starts the damping settings 
according to a baseline that is skewed 
through four rider-choosable schemes. 
Sport is the firmest, followed by Street, 
then Comfort, then Off-Road. The system 
monitors both wheel travel— position 
in the stroke and calculated rate of 
change— and chassis accelerometers to 
maintain predetermined levels of chassis 
movement and wheel freedom. 

When the system sees the bike 
heading out of range, it can very quickly 
alter the damping schemes softer or 
firmer to bring the chassis' responses 
back into the desired range. But there's 
more. Because the suspension computer 
is part of the bike's total CAN-Bus, it 
reads brake-line pressure and throttle 
position, among other things, and can 
anticipate fork dive under braking or rear- 
end squat under acceleration. 

The KTM/WP semi-active suspension 
sounds far more complicated than it 
feels. In fact, compared to BMW's D-ESA 
on the R1200GS, the 1290's suspension 
options feel much more natural. It's firm, 
as you'd expect from KTM, but never 


harsh, and the obvious alterations from 
the base map are progressive almost to 
the point of being subtle. Moreover, the 
difference in reactions from the firmest 
to the softest settings is smaller than 
you'd find on a BMW. Grab a handful of the 
Brembo radial-mount front brakes, which 
are superbike powerful, and the Super 
hunkers down for a rapid, straight stop 
with minimal fork dive and little sensation 
of the rear rising. 

Unexpectedly, the Sport mode actually 
allows a little more dive under braking 
to preserve steering feel during trail- 
braking maneuvers; the Street mode 
attempts to keep the bike much more 
level and does. It also helps that KTM's 
combined ABS braking system applies 
a discernible but not excessive amount 
of rear brake when you squeeze just 
the fronts. (It is not linked rear to front.) 
You can choose to turn the ABS off 
completely, but there's also the Off-Road 
mode that allows increased front-wheel 
slip and total rear-wheel lockup. 

On the generally smooth roads on 
the Grand Canary Island, where the 
press launch was held, the semi-active 
suspension worked very well. Ride 


motions over small bumps were excellent, 
while overall chassis stability could 
hardly be questioned. That sort of chassis 
composure is good when you have thrust 
on call from any rpm beyond the starter 
motor's. Serious thrust. 

Example? A section of road that 
could have been run in second and 
third gears could be comprehensively 
thrashed in third or fourth, allowing the 
1290 engine to lug down to 2,000 rpm 
for the slower corners. From there, 
whack open the throttle and the bike pulls 
ahead, moderately at first but then with 
increasing urgency as the revs rise and 
the howl from the airbox stands the hair 
on your arms to attention. Because the 
lean-angle TC won't allow the engine to 
unleash full torque when you're heeled 
over, it becomes a matter of trail-braking 
to the apex, holding gentle bar pressure 
to maintain the line, and then rolling 
the throttle open. The Super Adventure 
surges ahead, tail wiggling seductively, 

TC light flashing on the tach face, and a 
huge smile on yours. Few bikes with this 
kind of effortless speed put the power 
down so easily. No doubt the extra heft 
over a Super Duke and the missing 20 
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hp make it seem less frantic, but it's still 
a huge thrill and totally in line with the 
bike's "luxury adventure" mandate. 

Riders in warmer climates will 
appreciate the extensive efforts KTM's 
engineering staff took to reduce heat on 
the rider. You can see the new insulation 
on the rear header pipe, and it's effective. 
But so too are new ducts beneath the fuel 
tank that help direct hot radiator outflow 
away from the rider and even have 
separate paths to make sure the rider 
doesn't get a kneecap full of BTUs when 
the radiator fan comes on. Finally, a small 
panel just beneath the two-position- 
adjustable seat helps keep hot air 
convecting off the engine from singeing 
the rider's inner thighs. 

From an ergonomic standpoint, the 
SA hits the bull's eye. It doesn't feel quite 
as massive as the GS Adventure, though 
the seat height is still an impressive 33.9 
inches in the lower slot (34.5 inches in 
the higher position). You'll find ample 
legroom and a comfortable reach to the 
aluminum "fat" handlebar, which doesn't 
seem quite as mirror-bangingly wide as 
a GS's. A huge improvement over the old, 
the 1290's heated seat is a welcoming 
perch that suggests draining that big tank 
in one sitting should be easy work. 

One cool feature saved for last, then. 
Where BMW uses a steerable reflector in 
the K1600 series to provide lighting that 
sees into corners, KTM has a simpler 


I EVOLUTION I 


Developed from and largely based on the 1190 
Adventure, the Super Adventure gets a version 
of the Super Duke’s 1,301cc, 75-degree V-twin, 
advanced electronics, and semi-active suspension. 


Aprilia Caponord 1200, 
BMW R1200GS and 
R1200GS Adventure, 
Ducati Multistrada 


approach. Two LED arrays live just 
outboard of the radiator shroud. Based 
on info from the lean-angle sensor, the 
first set of three segments lights with a 
lean angle of 10 degrees, the next at 20 
degrees, and all three at 30 degrees of 
lean. They are aimed higher and farther 
from the bike's long axis as they light up. 

All this technology comes at a price, 
but not a particularly dear one. For the US 
market, the 1290 SA comes with plastic- 
frame/alloy-clad hard saddlebags with a 
combined capacity of 73 liters. It already 
has all the other features baked in, from 
the semi-active suspension to KTM's 
version of a hill-holder feature that keeps 
the brakes applied so you can drive off 
an incline without drama. All for $20,499. 
A BMW R1200GS Adventure starts at 
$18,495 but quickly gets above $20K with 
the options needed to match the KTM. 
Then add luggage. Our best guess is 
that the KTM will be around $4,000 less 
expensive when comparably equipped. 

In the rivalry that has KTM trying to 
vanquish one of BMW's longest developed 
and inherently good bikes there is more 
than mere entertainment value. There are, 
and will be, some truly great motorcycles. 


PRICE 

$20,499 

ENGINE 

1301CC, liquid-cooled 75° V-twin 

TRANS/FINAL DRIVE 

6-speed/chain 

CLAIMED POWER 

1 60.0 hp@ 8750 rpm 

CLAIMED TORQUE 

105 Ib.-ft. 6750 rpm 

FRAME 

Tubular-steel trellis 

FRONT SUSPENSION 

WP 48mm fork adjustable for spring 
preload with dynamic compression 
and rebound damping; 7.9-in. travel 

REAR SUSPENSION 

WP shock adjustable for spring 
preload with dynamic compression 
and rebound damping; 7.9-in. travel 

FRONT BRAKE 

Brembo four-piston calipers, 

320mm discs withABS 

REAR BRAKE 

Brembo two-piston caliper, 

267mm disc withABS 

RAKE/TRAIL 

26.0°/4.7 in. 

SEAT HEIGHT 

33.9/34.5 in. 


61 .4 in. 


7.9 gal. 

CLAIMED WEIGHT 

549 lb. wet 


Now 


ktm.com 


VERDICT 


An extremely capable technology leader from 
KTM that doesn’t let the electrons totally rule 
the roost. Long range, rider amenities, and 
refinement aii take a big step up. 
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DATE NIGHT 
HAS JUST BEEN 
EXTENDED 
INDEFINITELY. 




The first full-touring bike ever from Indian Motorcycle®. Powered by the 
Thunder Stroke® 111 Engine, with every possible luxury. Full fairing with 
lowers. Heated grips and seat. Adjustable power Horizon windscreen. 
Cruise control. Load up the remote-locking saddlebags and trunk, and 
you have everything you need to ride in comfort from sea to shining sea. 
Original. American. Power. Starting at $26,999. 


AMERICA'S FIRST 
MOTORCYCLE COMPANY" 


Always wear your helmet. Never drink and ride. 

©2014 INDIAN MOTORCYCLE INTERNATIONAL, LLC 








HARD PARTS 


KTM didn't start totally from scratch with the 1290 Super Adventure, 
and that's a good thing. The 1190 Adventure it's based on is a fantastic 
platform, and the engine, a cousin to the raucous and ticket-worthy 
1290 Super Duke R, is a peach. 


ENGINE 

The RC8, 1190 Adventure, and 1290 Super 
Duke R share a basic engine piatform that’s 
substantiaiiy different from the iong-running 
(though now dead) LC8 950/990 series (even 
though this new engine is aiso caiied an LC8). 

To get to 1,301cc, the engine gains 
3mm in bore and 2mm in stroke compared 
to the 1190. A new crankshaft has more 
mass than the 1190’s or 1290 Super Duke 
R’s to compiement the Super Adventure’s 
more touring-oriented roie. A totai of 2kg of 
additionai fiywheei mass was added through 
more materiai on the crank as weii as a 
heavier aiternator rotor. KTM’s goai was to 
improve running smoothness and make the 
engine a bit iess snappy. 

And whiie the 1290 Super Adventure uses 
the same pistons and connecting rods as the 
1190, changes to the cyiinder head resuit in 
a higher compression ratio, now 13.1:1 from 
12.5:1 . Those heads carry over the 1 190’s twin 
spark piugs but get different (smaiier) ports 
and miider cams in order to increase torque 
across the band at the expense of peak horse- 
power. Compared to the 1290 Super Duke R, 
the Super Adventure is down 20 hp at the peak 
(160 versus 180), but when you overiay the 
1190 and 1290 SA traces, it’s ciear the new 
machine is stronger everywhere. 


Bosch’s ride-by-wire system 
(acting on Keihin throttie bodies) 
is at the center of the Super 
Adventure’s extensive eiectronics 
package. With information on 
chassis attitude, inciuding 
iean angie, the Bosch system 
informs the traction controi as 
weii as meters power based on 
the assumed abiiity of the rear 
Continentai TraiiAttack2 to handie 
it. Four ride modes determine 
maximum power, throttie response, 
and TC threshoids. Sport gives the 
most aggressive throttie response, 
the highest non-off-road TC 
threshoids, and maximum power. 
Street diais back the aggression 
a bit but not the peak power; 

TC aiiows a iittie iess siip and 
moderates power with iean angie a 
bit more conservativeiy. Rain iimits 
peak power to 100 hp and further 
increases TC intervention. Off-Road 
aiiows a two-to-one ratio of rear 
tire speed to front aiong with a 
100-hp iimit and very progressive 
throttie response. TC can be turned 
totaiiy off. ABS can be turned off as 
weii or piaced in Off-Road mode, 
which aiiows you to iock the rear 
wheei but retain front ABS with an 
eievated threshoid. 


SUSPENSION 

For KTM’s first semi-active suspension it 
turned to subsidiary and iongtime partner WP. 

In concept, the WP-buiit system is something 
of a mixture of Ducati’s Skyhook and BMW’s 
Dynamic ESA. It’s also a lot like the system 
on Apriiia’s new Caponord. KTM uses a pair 
of acceierometers mounted on the chassis to 
read pitch changes and the frame’s response 
to bumps. As weii, KTM fits travei sensors so 
the system can read the actuai position of the 
suspension. The rear empioys a no-touch Haii- 
effect sensor on the swingarm that shouid be 
resistant to contamination, whiie the fork gets 
a novei magnetic siiding potentiometer inside the ieft 
ieg. To keep the sensor ciean, that ieg carries no damping 
cartridge, just the singie, heavy-duty spring and an eiec- 
tric preioad adjuster. The other ieg carries a conventionai 
cartridge fitted with an eiectromagnetic vaive that can 
change damping in 10 miiiiseconds. Like the famiiiar 
BMW designs, the WP shock has an eiectromagnetic 
vaive to aiter both rebound and compression damping, 
pius an eiectric motor preioad adjuster. 


FOR YOUR COMFORT 

Safety and convenience features 
abound. The Super Adventure has cruise 
controi, hiii controi (which appiies the 
brakes when the bike is stopped to keep 
it from roiiing downhiii), tire-pressure 
monitoring, standard heated grips and 
seats, and a ciever auxiiiary iighting 
system that sees into corners without 
compiicated motors or movabie head- 
iight reflectors. A much iarger fairing 
than found on the 1190 Adventure 
works with the iarger fuei tank to 
provide considerabiy more weather 
protection for the piiot and passenger. 


INTRODUCiNG THE SPYDER FJ 


IF YOU THINK IT LOOKS 
GREAT ON PAPER, WAIT 
UNTIL YOU SEE IT IN ACTION. 



VISIT YOUR LOCAL CAN-AM' SPYDER' 
DEALER FOR A TEST RIDE TODAY 


Experience the soul-stirring exhilaration of the all-new Spyder F3. With a cruising riding position, high-torque 
Rotax® 1550 ACE™ engine, personalized fit, and signature Y-Frame design, you’ll ride with a feeling of complete 
freedom and confidence. The evolution of riding is here. Visit CanAmSpyder.com to register for a test ride today. 

RtDtNG WAS EVOLVED. 


CBn-Bm 




©2014 Bombardier Recreational Products Inc. (BRP). All rights reserved. * ™ and the BRP logo are trademarks of BRP or its 
affiliates. In the U.S.A., products are distributed by BRP US Inc. Some models depicted may include optional equipment. 
Always ride responsibly and safely. Always observe applicable local laws and regulations. Don’t drink and drive. 



EVOLUTION I RIVALS 

Based on the “urban performance bobber” Bolt, the C-Spec ■ Moto Guzzi V7, 
adds cafe-racer styling cues and a sportier riding position. 1 Triumph Thruxton 


As the newest member of the 
Star Bolt family, the C-Spec 
blends cafe-racer character 
with the Bolt s cruiser platform. Clip-on 
bars, mid-controls, piggyback-reservoir 
shocks, and Michelin Commander ll tires 
give the C-Spec a nominal performance 
edge over its more laid-back siblings. 

And cafe-inspired styling cues, such as 
retro-style fork boots and removable 
passenger-seat cowl, are meant to woo 
young trendsetters and retro enthusiasts. 

Remember, this is your basic Bolt 
underneath— a bike we happen to like 
a lot despite its modest performance. 
Still, it's better in C-Spec. In keeping 
with its sportier nature, the C-Spec has 
better ground clearance than the other 
two models, thanks to repositioned 
footpegs (5.9 inches back and 1.25 
inches higher) and slightly longer 
suspension components (9mm longer 
fork legs and 6mm longer shocks). 
Although suspension travel is the same, 
the components increase the overall ride 
height and give the C-Spec a greater 
maximum bank angle— 37 degrees 
versus 33 for the Bolt and Bolt R-Spec. 

Like the other Bolt models, the C-Spec 
is designed to accommodate riders 
who could use a confidence boost. The 
30.1-inch seat height, while taller than 
many cruisers, is more than 2 inches 
lower than the similarly styled Triumph 
Thruxton. Combined with the Bolt's 
compact chassis, the relatively low and 
narrow seat is designed to help riders 
reach the ground comfortably. Still, there 
is one challenge: The footpegs are half 


an inch wider than the pegs on the other 
Bolt models and may be right in the way 
of placing your feet on the ground. 

Light steering and neutral handling 
make the bike fun on back roads and 
nimble in city traffic, somewhat belying 
its 542-pound claimed wet weight. The 
61.8-inch wheelbase, shorter than many 
other cruisers— though 3.1 inches longer 
than a Thruxton's— also contributes to 
its agility. Tuck in behind the clip-ons 
and tip into a corner, and you almost feel 
like you're on a cafe bike, except that the 
C-Spec's low-rpm pulse and rumbling 
feel remind you that, despite the bike's 
sportier elements, you are riding a 
V-twin-powered cruiser. 

Speaking of which, the fuel-injected 
942cc V-twin has plenty of grunt off 
idle, with abundant usable power in the 
low and midrange. Although the motor's 
single-pin crankshaft contributes to 
a classic V-twin kind of vibration, it's 
overall pretty smooth. 

Stopping power is solid, though the 
rear wheel is easy to lock up under 
moderately hard braking— ABS is not an 
option. While rear suspension travel is 
just 2.8 inches, it's reasonably compliant 
on uneven pavement. There's also the 
option of upgrading to a higher-perfor- 
mance rear shock set with 20 percent 
more travel (still a paltry 3.7 inches) and 

VERDICT 


A cool variation on one of the most stylish 
and functional bikes in the midsize class. 


adjustable rebound damping; stock only 
offer adjustable spring preload. 

In keeping with the Star Motorcycles 
spirit of supporting customization, there 
are already 17 new accessories available 
for the C-Spec. But these are no doubt 
just a start. The C-Spec's details like the 
steel fenders and belt drive are designed 
to entice fabricators and aftermarketeers 
to get inventive. And with a low starting 
price of just $8,690, the C-Spec leaves 
plenty of money left over to get those 
creative juices flowing. Warm up your 
angle grinders, boys and girls! 


PRICE 

$8690 

ENGINE 

942CC, air-cooled 60° V-twin 

TRANS/FINAL drive” 

5-speed/belt 

CLAIMED POWER 

N/A 

CLAIMED TORQUE 

59.0 lb.-ft.@ 3000 rpm 

FRAME 

Tubular-steel double-cradle 

FRONT SUSPENSION 

KYB 41 mm fork; 4.7-in. travel 

REAR SUSPENSION 

KYB shocks adjustable for spring 
preload; 2.8-in. travel 

FRONT BRAKE 

Tokico two-piston caliper, 

298mm disc 

REAR BRAKE 

Tokico one-piston caliper, 

298mm disc 

RAKE/TRAIL 

29.0°/5.1 in. 

SEAT HEIGHT 

30.1 in. 


61 .8 in. 

FUEL CAPACITY 

3.2 gal. 

CLAIMED WEIGHT 

542 lb. wet 

AVAILABLE 

Now 

MORE INFO AT 

starmotorcycles.com 
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And we breathe bike insurance 


We handle motorcycle insurance policies each and every day, and we have for over 40 years. 
Take advantage of our expertise and get the coverage you really need. Act now to get covered 
for less: Save up to 35%, including 10% just for switching to us. 


Call us at 1-855-242-9562 or visit Markelinsuresfun.com/mcad to get a FREE QUOTE, 


MOTORCYCLE 

INSURANCE 


Insurance and discaunts are subject ta availability and qualificatians. Actual premium will vary based an caverage selected and ather factars. Insurance 
is nat available in MA and NC. Transfer discaunt af 1 0% is nat available in AK, IN, NY, UT, or WA. insurance is provided by Markel American insurance 
Company, Glen Allen, VA; Markel Insurance Company, Deerfield, IL. ©2014 Markel Service, inc. 




MC COMPARO Kawasaki Versys 1000 LT vs. Suzuki V-Strom 1000 ABS vs. Yamaha FJ-09 
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ADV LI 

LESS WEIGHT, LOWER COST. 
SAME GREAT VERSATILITY. 


WORDS: Ari Henning / photos: Justin Kosman 
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W hen it comes to the now- 
nebulous "'adventure bike" 
category, consumers 
have the ability to balance 
the scales of compromise just about 
any way they like. From globetrot- 
ting, knobby-tired tanks like BMW's 
R1200GS Adventure to tire-smoking 
sportbikes on stilts like the Ducati 
Multistrada, there's a long-legged, 
do-it-all ADV out there for nearly every 
kind of rider. 

For those who want a mile-eater 
without the heft of a full sport-touring 
machine or the cost of an exotic 
European ADV, we have these three 
bikes. Kawasaki's new Versys 1000, 
Suzuki's revamped V-Strom 1000, 
and Yamaha's new FJ-09 reside in a 
subcategory of the ADV segment that 
we're calling "ADV Lite." Lite because 
of these bikes' lower price tags, 
smaller engines, and more reasonable 
curb weights. 

In essence, these are slimmer, taller 
interpretations of full-faired sport- 
tourers with some ADV attributes to 
suit the times: hand guards, not to 
deflect branches but to block the wind; 
longer-travel suspension, not to handle 
rocks and logs but to tame scarred 
pavement and provide a commanding 
view; and minimalist (or at least 
smaller) fairings to offer a modicum 
of wind protection. These bikes have 
room for your stuff, the comfort to 
cover hundreds of miles at a time, 
and enough poise to properly assault 
corners along the way. 

To see how well these ADV Lites 
work we stuffed the saddlebags 
(the Kawasaki's factory equipped, 
the Suzuki's and Yamaha's installed 
as factory accessories) and set our 
emails to the "out of office" auto- 
responder for a 72-hour period. Over 
the next three days we traveled from 
Irvine, California, to Santa Cruz and 
back on a mix of freeway, flowing 
coastal and back roads, and forgotten, 
battered single-lane ranch roads. 

In other words, we took these bikes 
on exactly the kind of adventure their 
manufacturers designed them for, 
demanding the same mixed-use versa- 
tility that's made the ADV category 
such a success. By the end of our 
1,000-plus-mile tour we came to know 
each bike and its strengths and weak- 
nesses well. Here's how they finished. 
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3RD PLACE 

SUZUKI V-STROM 1000 ABS 



SPORT TOURING FEATURES 


>1 From the loping demeanor of its 
1,037cc engine (a relative of the TLIOOO s 
but extensively updated in 2014) to the 
relaxed way with which it bends into 
corners, the Suzuki is a mellow machine. 
A bigger, retuned V-twin and updated 
chassis and brakes bump the big 'Strom s 
performance to a new level, but the bike 
still favors general competency over 
excellence in any one area. "It's a great 
all-rounder," EIC Marc Cook said. "It does 
everything well but nothing spectacu- 
larly." The V-Strom is certainly a Swiss 
army knife of a bike, but none of the tools 
is particularly sharp. 

The engine cranks out copious 
amounts of low-end thrust to the melodic 
whir of gear-driven cams, but the 
gearbox is clunky and off-idle fueling is 
fairly abrupt. With all that torque on tap 
(the peak of 67.3 pound-feet arrives at 
just 4,000 rpm) the resultant surge of 
power when cracking on the gas can be 


disconcerting while banked over. That's a 
shame because the Suzuki is otherwise a 
very calm and composed corner carver; it 
doesn't offer the agility to flick from curve 
to curve and has slightly numb steering, 
probably due in part to the 19-inch front 
wheel. But it goes exactly where you 
point it and always feels composed. 

The Suzuki's ergonomics felt awkward 
in this group due to its tall 7/8-inch bar 
and forward-set footpegs, but the bike is 
in no way uncomfortable. The Suzuki's 
seat scored high marks thanks to its good 
contours and just-right padding, and 
except for the muffler impeding on the 
right case's capacity, the luggage is excel- 
lent and fairly tidy. The only real complaint 
about the V-Strom (besides blandness) 
pertains to the turbulent air that swirls 
from the windscreen's edges. Every tester 
lamented the noise, not to mention the 
fatigue that accompanies having your 
helmet buffeted incessantly. 

That helmet jostling might be remedied 
by buying the Adventure model, whose 
$13,999 price includes a taller windscreen, 
the hard luggage shown here, plus hand 
guards, a centerstand, a bellypan, and 
accessory bars. We would have included 
that version for this test, but Suzuki didn't 
have one in the press fleet. The Adventure 



The ’Strom’s left case is a capacious 29 
liters, but the muffler eats up 3 liters of 
capacity in the right case and leaves the 
interior oddly shaped. The dash is basic but 
effective; we’re always a fan of an analog 
tachometer, and that power outlet is conve- 
niently placed. 

is a good value compared to the $12,699 
base model, but compared to the Versys 
($1,200 less) and the FJ-09 ($2,251 less 
as tested) it's expensive. And since the 
V-Strom is "stuck in the middle and in the 
shadow of both," as Associate Editor Zack 
Courts put it, the Suzuki finished third. 

But if your intended path includes any 
dirt or even a sizable helping of bumpy 
back roads, the V-Strom should jump 
from the bottom of our list to the top of 
yours. With its 19-inch front wheel and 
longer-travel suspension, the Suzuki 
is the only bike here with any off-road 
DNA. Its tire sizes— same as the previous 
BMW GS— give you access to a much 
wider range of dirt-capable tires. And the 
V-Strom is easily the most flexible when 
it comes to variable riding surfaces, 
coping with small and large bumps alike 
thanks to more finely tuned (and fully 
adjustable) suspension that's a step 
above the Kawasaki's and the Yamaha's 
setups. Besides adding spring preload to 
the shock via the hydraulic adjuster, we 
didn't feel the need to make changes. 

There are things we like about the 
'Strom: The traction-control settings are 
saved when you remove the key— so TC 
stays off— and you can adjust the wind- 
screen angle on the fly. The Suzuki also 
has the most sophisticated suspension 
and the best brakes by a fair margin. 
Bottom line, though: It's more expensive 
than the others but not necessarily better. 
That's a third-place finish to us. 
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We Carry ALL the Top 
Brands and Ship Fast! 


$179*9 

compare at $300 



SLIDERS 


$139*9 

compare at $200 


Sliders® Adventure Riding Gear 


Sliders Adventure Jackets 

Solid Textile Construction with waterproof zippers and huge vents make this an all-season 
performer. Add in Genuine Dupont Kevlar® in critical areas and CE Approved Armor on 
Elbows and Shoulders for protection and you have a great package for touring, 
commuting, etc. All Sliders Gear has a 1 Year Manufacturer’s Warranty. 

#SLD-AVTR Compare at $300 Jacket now only $179.99 
Sizes: S-3X-Large, Tall Lg-2X Colors: (Black, Hi-Viz Yellow, Silver) 


Sliders® Motorcycle Riding Pants 
offer some of the most substantial 
protection. They include Original 
Dupont® Kevlar® in the hips, side of 
your legs, your knees/shins and 
throughout the seat and upper 
hamstrings. Using only Premium 
cotton construction. Anti-Scratch 
Main Buttons to protect your tank. 
Compare and see the difference. 



r% ^$179® 

^jo mpare at $250 


Sliders® All Season 2 Jackets 

Year round coverage Sizes S-2X-Tall 
#SLD-2AJ Compare at $250 ONLY $179.99 




Sliders Adventure Pants 

Sliders Adventure pants offer all temperature performance and comfort. 
Sliders uses a solid Textile external fabric in the construction of the and 
adds Dupont Kevlar® for maximum abrasion resistance. Plus, CE Ap- 
proved Knee armor and hip padding for impact protection. 
#SLD-ADVP Compare at $200 Pants Only $1 
Sizes: Small-3X-Large Regular, Short and Tall ( Black & Silver/Black ) 
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Sliders® All Season 2 Pants 

All weather riding solution. Sizes S-3X 


Protective Coverage on ^ ... .. 

ALL Sliders Pants #SLD-PAL2 Compare at $1 80 ONLY $139.99 


5 Star Customer Rated 


5 Star Customer Rated 



Optional CE Approved Armor! Only $11.99 

Sliders® 4.0 Riding Pants & Cargo^ 

#SLD-4CRG Sliders® Cargos 4.0 Riding Pants 
#SLD-4KP Sliders® Khakis 4.0 Riding Pants 



$89»« 


•BKST BUY* 



New for 201 5. The Sliders Boot Cut 
Motorcycle Riding Jeans feature the 
most genuine coverage of Kevlar on 
the market. Plus, they have a new 
slimmer boot cut fit which still al- 
lows you to move freely on and off 
the bike, but is not baggy like the 
4.0 jeans. 

^ 5 Star Customer Rated 


Sliders® 4.0 Motorcycle Jeans 

Available in Waist 30-44 & Lengths 30-36. 

Blue or Black Color Options 

#SLD-4BKJ Compare at $1 10 ONLY $89.99 


Optional CE 
approved Armor 
for 4.0 jeans 
$11.99 


Sliders® Boot Cut Jeans 

#SLD-ACEJ Compareable Retail: $140.00 



•11 lljmi 

star Customer Rated 

1 A Wy ~ 


Aeromoto* Dry Tour Aeromoto” Air Tour shadow DisMbutinr 
Waterproof Boots Waterproof Boots Drifter Boots 

The Aeromoto Dry Tour a wate rpro of riding boot. Waterproof riding boot wtih a premium Air Flow. #SDW-DFRT Compare at $1 50 

Compare at $1 70 Now $1 09.99 #AER-ARTB Compare at $1 70 Now $1 09.99 Now $99.99 

Sliders® Motorcycle Gloves 

FROM ^QQ99 


Shadow Distributing' 

Highway Boots 

#SDW-HWyB Compare at $135 

Now $99.99 



Sliders® Bella Womens' 
Motorcycle Jeans 

#SLD-BELJ Compareable Retail: $120.00 $84.99 


ONLY 


MOmiA. 




#SLD-ARG Sliders Blue Ridge Glove 

Now $44.99 
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CHERP CVCLE 

PnRTS.CDM 
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We’ve Got the Parts! 

Great Service • Huge Selection 
Fast Shipping • Low Prices 


Comp-A® Cash is earned on almost all shipped orders. Due to MFG restrictions we can not award or redeem Comp-A® cash on current model Icon, Z1 R, Thor, Schuberth, Moose. Details online at www.CompetitionAccessories.com 










MCCOMPARO 


2ND PLACE 

YAMAHA FJ-09 

<iiH 

SPORT TOURING 

» Because it's built on the bones of the 
rambunctious FZ-09, we knew one thing 
about the FJ-09 before we even threw a 
leg over it: We'd love the engine. Yamaha's 
847cc triple is charismatic and punches 
way above its weight— our test bike belted 
out 104 hp and 60 pound-feet of torque at 
peak— and it's more enjoyable than before 
thanks to revised fueling that's done 
away with (most) of the FZ-09's annoying 
abruptness. In fact, the FJ has, overall, the 
best throttle response here. 

Other aspects of the ADV-themed 
transformation include reworked suspen- 
sion (with nearly double the baseline 
damping front and rear), a new fairing 
with an adjustable windscreen, a longer 
subframe, a new adjustable-height seat, 
LED headlights, centerstand, a 1.1-gallon 
larger fuel tank, traction control, ABS, and 
more. The factory saddlebags we added 
cost $974 including mounts and key, and 
our bike came equipped with Yamaha's 



excellent heated grips, a $284 accessory. 
The bike's base price is just $10,490, but 
all told this adventure-ready FJ rings in 
at $11,748— still the least expensive bike 
here by more than $1,000. 

Overall the FJ-09 is more comfort- 
able and better behaved than the FZ-09, 
but in this company it's still the rowdy 
bad boy. Compared to the recliner-esque 
V-Strom and the long Versys, the FJ-09 
feels almost supermoto-like in its control 
arrangement, with a compact, upright 
riding position. And it feels wonderfully 
light, at a standstill and in motion. With 
the same geometry as the FZ-09 and an 
even wider handlebar, steering is imme- 
diate if not completely composed. "It's the 
sportbike of the group, no question," Zack 
said. "I like the directness and respon- 
siveness," Marc added. "1 just wish the 
chassis were a bit more settled." 

Considering the FJ uses the same 
suspension components as the FZ-09 
and still has very soft springs, it's no 
surprise this bike required the most 
fettling. We ended up maxing out the rear 
spring preload and adding a fair amount 
of damping to improve chassis support, 
but that left the bike feeling jittery over 
sharp-edged bumps, and everyone 
complained about a lack of feedback at 



The FJ’s 22-liter cases are shaped right but 
will force you to pack light. The all-digital 
dash is a good one and thorough. It’s best 
to reset the tripmeter when you fill up and 
monitor your mileage, however, because the 
non-linear gas gauge is just about useless. 


full lean. "I'm not sure the ideal setup is in 
there with the stock components," Marc 
said, "and while it's better than the FZ, 
the FJ doesn't have the overall refinement 
you get with the V-Strom." 

That lack of refinement extends to 
several other aspects of the FJ, such as 
crummy aerodynamics, fussy windshield 
adjustment, and balky luggage latches. 
The factory side cases hug the FJ's flanks 
neatly, but they require a second key to 
open and the hasps were frustrating to 
operate. Lubricating the pivots and lock 
mechanism helped, and chamfering the 
edges of the stamped-steel locking tab 
would likely improve the action as well. 

As they come, however, the latches elic- 
ited complaints every time we used them. 
We definitely expect more from a $974 
luggage set. 

The accessory heated grips, on 
the other hand, integrate seamlessly 
and crank out major heat. If they were 
included on the base model the FJ's value 
proposition would shoot sky-high, but 
even as it stands the bike is still a good 
deal. It's the most affordable and offers 
the liveliest character, least weight (at 
497 pounds fully fueled), and the best 
performance of the bunch. As Zack put 
it, the FJ-09 is "the immature choice in a 
mature category." The Yamaha isn't the 
best mile-eater of the group and feels 
unfinished in some ways, but if you're 
drawn to sporty handling and love a 
powerful, lively engine, you'll learn to live 
with the FJ's shortcomings. 
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The Saber 4.0 3/4-length jacket is proof that high- 
tech features don't have to come with a high price. 


> 500-denier outer shell with waterproof, 
breathable barrier provides durable, all-weather 
performance 

> Adjustable waist panels and bicep and forearm 
take-up straps offer a snug, comfortable fit 

> Removable, CE-approved armor and 
articulated triple-density back protector provide 
added security 

> Zip-Out Quilted (Z.O.Q.) 100-gram polyfill 
liner keeps you warm on especially cold rides 

> Microfiber-lined neck and cuffs add comfort 

> 360-degree reflective piping offers high 
visibility at night 

> Quality YKK zippers sandwiched by dual flaps 
lock out the wind 
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1ST PLACE 

KAWASAKI VERSYS 1000 LT 



SPORT TOURING FEATURES 


>1 This part of the ADV category is all 
about compromise, and when it comes 
down to it, Kawasaki's new Versys 1000 
LT offers the best balance of comfort, 
performance, and price. As Zack put 
it, “It's calm but powerful, comfortable 
but sporty, and all at a cost that isn't 
outrageous.'' 

Fit is a concern when your destination 
is on the other side of the state, and the 
Kawasaki suited us all the best. It's big 
and roomy, with well-positioned controls, 
a soft seat, and the best weather protec- 
tion and aero here (though that's not 
saying much). The suspension is cali- 
brated well for the mission, offering up 
good compliance and adequate support. 
“It's reasonably supple most of the time 



Symmetrical, 28-liter color-matched hard cases (made by Givi) are the benchmark in this 
group. The dash’s big tachometer is a plus, but Kawasaki tries to cram too much info onto 
that small LCD screen. You can’t display the time and the tripmeter at the same time. 


and keeps the big chassis on a fairly even 
keel,'' Marc said. We liked the suspension 
despite the fact that we had to resort 
to almost max damping adjustments 
(rebound only) to get the ride we wanted. 

Compared to the Ninja 1000 on which 
it's based, the Versys has a slacker 
steering-head angle (by 2.5 degrees) 
and nearly an inch more suspension 
travel front and rear, which provides a 
cushier, more relaxed ride. The engine 
was updated with milder cams, a lower 


compression ratio, revised transmis- 
sion ratios (shorter in first and second 
and taller everywhere else), and more 
vibration-damping rubber engine mounts 
in place of the Ninja's rigid fittings. 

The engine is a freight train, pulling 
hard off idle and offering up a buttery 
smooth and torque-rich midrange and an 
exciting top-end rush. It's not as thrilling 
as the FJ's engine but more dynamic 
than the V-Strom's and more powerful 
than both. Kawi's inline-four dishes up 
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110.3 hp at 8,800 rpm and 70.6 pound-feet of torque at 7,000 
rpm. Vibration creeps into the seat above 5,500 rpm and gets 
stronger as the revs rise, but with 5,000 rpm putting an indi- 
cated 80 mph on the speedo in sixth, there's rarely reason to rev 
the bike out. The only interruption in the Versys' seamless flow 
of power is at off/on and on/off throttle transitions, where there's 
a big hiccup. And we all noticed a throbbing sensation in the 
clutch lever during initial engagement. 

In terms of handling, the Versys splits the difference between 
the laid-back V-Strom and the frenetic FJ. Steering is heavy at 
single-digit speeds but lightens appreciably once underway and 
feels light and accurate at higher speeds. The chassis felt the 
best in fast sweepers, but the bike handles tighter stuff too; you 
just have to respect its considerable heft. With the 5.5-gallon 
tank full, the Versys weighs 570 pounds. It's the heaviest rig here 
by more than 60 pounds, but it carries its weight well. 

Offered as the Versys 1000 LT in the US, the Kawasaki comes 
with hand guards, a centerstand, three-level (plus off) TC, ABS, 
two ride modes, and luggage standard. Priced at $12,799, the 
Versys slots in between the other two bikes while equaling both 
in most respects and even surpassing them in others. We're a 
fan of Kawasaki's simple electronics interface and easy wind- 
screen adjustment, and the luggage is the best, hands down. You 
can fit more in the bags and they're easier to use. 

"Kawasaki has produced a real alternative to the Concours 
14 as a sport-touring machine," Marc said of the Versys. Indeed, 
this bike certainly hews to the touring end of the spectrum but 
still maintains a high level of day-to-day practicality and enough 
sportiness to satisfy you on weekends. And compared to both 
the V-Strom and FJ-09, it's the best all-around performer. In a 
category that's slightly nebulous already, the Versys navigates 
the compromises best. That's a winning combination to us. 


The FJ-09’s windscreen has height adjustments covering a 30mm 
range. This bike’s smaii fairing and a narrow windscreen that tapers 
from top to bottom aiiow a fair amount of wind to reach the rider. 
Something about the compiex angies of that front end creates iight 
tubuience and a iot of wind noise. Note the tidy iuggage. 


The short, wide windscreen on the V-Strom is three-position angie 
adjustabie (on the fiy) and three-position height adjustabie with toois. 
Weather protection is adequate, if the ieast of these three, but turbu- 
ience behind the screen is excessive. We ran the screen in the iowest, 
steepest position in an attempt to minimize the discomfort. 


The Kawasaki’s wider nose, more extensive fairing, and taii, weii- 
shaped windscreen offer up the best weather protection, though 
turbuience is stiii an issue. The Kawasaki’s windscreen is easiiy 
adjustabie through a 75mm range via threaded knobs. Standard hand 
guards are simpie and effective. 
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/ KAWASAKI VERSYS1 OOP LT 



/ SUZUKI V-STROM1 OOP ABS 



/ YAMAHA FJ-09 


The Versys ranked highest in terms of ergonomics with its spacious yet 
sporty iayout and adequate weather protection. A iong reach to high bars and 
forward-set footpegs make the V-Strom feei awkward. The FJ-09 sticks to the 
sporty side of things with its compact cockpit arrangement. 


OFF TI- !E Ri-COPD 



This group of bikes is inherentiy iimited 
by compromise. The FJ is a fun and 
iiveiy adaptation of the naked FZ-09, 
but you’ii oniy be surprised how iow the 
price is untii you feei the brakes and 
suspension, it’s a surprisingiy rowdy 
choice in this category, so if you want 
a sport-touring bike with a spiash of 
immaturity, that’s your choice. On the 
flipside is the white-muzzied biack iab 
of motorcycies, the V-Strom, which 
ioped aiong obeying commands aii day 
without any spring in its step. Yes, it has 
arguabiy the best off-road capabiiity, but for that money why 
not buy a BMW F800GS? The Suzuki is extremeiy competent 
and amazingiy boring. 

Kawasaki’s Versys 1000 is the best baiance. it’s cairn, 
poised, and aii-day comfortabie, pius it has the best saddie- 
bags by far. it’s aiso got iots of torque and pienty of sporting 
pedigree, with shared DNA from the Ninja 1000. Yeah, it’s big 
and heavy, but for someone my size it fits Just right and has 
the best aerodynamics of the group, i Just wish it were avaii- 
abie in green! 


ZACK COURTS 

ASSOCIATE EDITOR 

AGE: 31 
HEIGHT: 6'2" 
WEIGHT: 185 lb. 
INSEAM: 34 in. 



MARC COOK 

EDITOR IN CHIEF 

AGE: 51 
HEIGHT: 5'9" 
WEIGHT: 190 lb. 
INSEAM: 32 in. 


On our three-day trip, i kept fussing with 
the FJ-09’s suspension to find compii- 
ance over smaii bumps aiong with mid- 
stroke controi. (By “mid-stroke” i mean 
that the bike feit under-damped in the 
middie of the suspension’s travei, which 
made the chassis move too easiiy and 
feei unsettied.) i never found the sweet 
spot. We adjusted the Versys once or 
twice and basicaiiy ieft the V-Strom on 
the baseiine settings, i know that the 
Suzuki can be made a iittie better with 
some fine-tuning, but it was aiready so 
far ahead of the others we Just didn’t bother. 

Far worse a transgression is the FJ’s aero coverage. As 
someone who owns the torso of a 5-foot-6 man (got it at 
Costco), i’m right in the war zone as the windbiast, acceier- 
ated as it comes up the nose and past the over-styied demi 
windscreen, gets deposited straight onto my face shieid. 

As such, this is one of the most aerodynamicaiiy boisterous 
motorcycies i’ve ridden in a iong time. Not turbuient. Just 
insaneiy ioud. i’m going to experiment in the weeks ahead 
with the Yamaha accessory touring screen and might Just 
see if trimming the stock shieid can reduce the noise. (Look 
for an update on our website.) Why wouid i bother? Because 
otherwise this is my favorite of the three in this comparo. 


i’m not sure if it’s the price point we’re 
working with here or the bikes’ prove- 
nance, but the Kawasaki and Suzuki Just 
don’t do it for me. They’re both adequate 
and entireiy functionai motorcycies, but 
they don’t excite, and neither machine 
is without its flaws. Within the context 
of this test the Versys is objectiveiy the 
best aii-rounder, but it’s too big and 
goofy-iooking for me. i’d iikeiy choose 
the Ninja 1000 instead. And whiie i 
respect the V-Strom for its stoic effi- 
ciency, it’s too pricey and too boring to 
ever iive in my garage. 

When it comes down to it i’m the kind of guy who straps 
a taii pack and tank bag to a OOOcc supersport and caiis it 
a sport-tourer, i favor performance over comfort and aiways 
try to find the twistiest route from Point A to Point B. That 
being the case (and due to the fact that i iove tripies), i’d 
take the FJ. i’m as disappointed with the Yamaha’s short- 
comings as my feiiow testers, but at ieast it gets my heart 
rate going. And, to me, motorcyciing is as much about the 
excitement of operating the machine as it is about the piea- 
sure of the Journey. 


n 

ARl HENNING 

ROAD TEST EDITOR 

AGE: 30 
HEIGHT: 5'10" 
WEIGHT: 175 lb. 
INSEAM: 33 in. 
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Kawasaki’s 1,043cc inline-four 
charts the smoothest, tallest 
curves. That’s 60 pound-feet 
of torque available off idle. 

The FJ-09 doesn’t achieve that 
figure until 8,300 rpm, but its 
iight weight and quick-revving 
engine make it feei pienty fast. 
The V-Strom’s big V-twin offers 
a stout bottom end, but power 
traiis off fast beyond 7,000 rpm. 





/ SUZUKI V-STROM 1000 ABS 

/YAMAHA FJ-09 

PRICE 

$12,799 

$13,929 (as tested) 

$1 1 ,748 (as tested) 

ENGINE 

1043CC, liquid-cooled inline-four 

1037CC, liquid-cooled 90° V-twin 

847CC, liquid-cooled inline-triple 

BORE X STROKE 

77.0 X 56.0mm 

1 00.0 X 66.0mm 

78.0x59.1 mm 

COMPRESSION 

10.3:1 

11.3:1 

11.5:1 

VALVE TRAIN 

D0HC,16v 

D0HC,8v 

D0HC,12v 

FUELING 

EFI 

EFI 

EFI, ride by wire 

CLUTCH 

Wet, multi-plate slipper 

Wet, multi-plate slipper 

Wet, multi-plate 

TRANS/FINAL DRIVE 

6-speed/chain 

6-speed/chain 

6-speed/chain 

FRAME 

Aluminum twin-spar 

Aluminum twin-spar 

Aluminum twin-spar 

FRONT suspension” 

KYB 43mm fork adjustable for 
spring preload and rebound 
damping; 5.9-in. travel 

KYB 43mm fork adjustable for 
spring preload, compression and 
rebound damping; 6.3-in. travel 

KYB 41 mm fork adjustable for 
spring preload and rebound 
damping; 5.4-in. travel 

REAR SUSPENSION 

KYB shock adjustable for spring 
preload and rebound damping; 

5.9-in. travel 

KYB shock adjustable for spring 
preload, compression and rebound 
damping; 6.3-in. travel 

KYB shock adjustable for spring 
preload and rebound damping; 

5.1 -in. travel 

FRONT BRAKE 

Tokico four-piston calipers, 31 0mm 
discs with ABS 

Tokico four-piston calipers, 31 0mm 
discs with ABS 

Advics four-piston calipers, 298mm 
discs with ABS 

REAR BRAKE 

Tokico one-piston caliper, 250mm 
disc with ABS 

Tokico one-piston caliper, 260mm 
disc with ABS 

Nissin one-piston caliper, 245mm 
disc with ABS 

FRONT TIRE 

1 20/70ZR-1 7 Bridgestone T30 

1 1 0/80R-1 9 Bridgestone Battle 

Wing 

1 20/70ZR-1 7 Dunlop Sportmax 
D222 

REAR TIRE 

1 80/55ZR-1 7 Bridgestone T30 

150/70R-1 7 Bridgestone Battle 

Wing 

1 80/55ZR-1 7 Dunlop Sportmax 
D222 

RAKE/TRAIL 

27.074.0 in. 

25.3°/4.3 in. 

24.073.9 in. 

SEAT HEIGHT 

33.1 in. 

33.5 in 

33.3/33.9 in. 

WHEELBASE 

59.8 in. 

61.2 in 

56.7 in. 

MEASURED WEIGHT 

570/537 lb. (tank full/empty) 

529/497 lb. (tank full/empty) 

497/468 lb. (tank full/empty) 

FUEL CAPACITY 

5.5 gal. 

5.3 gal. 

4.8 gal. 

FUEL ECONOMY 

42/37/40 mpg (high/low/average) 

44/36/40 mpg (high/low/average) 

46/36/39 mpg (high/low/average) 

RANGE 

220 mi. (including reserve) 

212 mi. (including reserve) 

187 mi. (including reserve) 

CORRECTED y4-MILE 

11.69 sec. @ 116.5 mph 

12.10sec.@ 110.2 mph 

11.60 sec. @112.5 mph 

TOP-GEAR ROLL ON, 
60-80 MPH 

4.5 sec. 

3.9 sec. 

4.5 sec. 

WARRANTY 

24 mo., unlimited mi. 

12 mo., unlimited mi. 

12 mo., unlimited mi. 

MORE INFO AT 

kawasaki.com 

suzukicycles.com 

yamahamotorsports. com 
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EI3C Vee-Rotors™ are radical nev 
lighter weight profiled rotors 
which feature all the best of lEBC 
engineering such as: 

• Heat treated and tempered 
stainless steel rotor blades 

• EBC patterned SD-System™ 
square drive buttons 

• Lightest weight alloy center 
hubs 

• Option of FIVE colors 

• Stainless rear rotors with 
matching pattern 


www.ebcbrakes.com 
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Honda’s ATC90— the 
First Modern ATV and 
the Bike that Built an 
Entire Industry 










ometime in early 1968, Honda 
special-vehicle engineer Osamu 
“Tak" Takeuchi sat in a cluttered 
R&D shop in Japan and looked around. 

What he saw were all sorts of weird parts 
and funky, mostly finished prototypes: two-, 
four-wheeled machines, large-tired ones, 
tracked-wheeled ones, even one with skis. 

In the center of the room sat some- 
thing a bit more finished: a three-wheeled 
prototype with tiny wheels, huge pillow- 
like tires, and a fairly conventional seat/ 
tank/bar layout. Tak nodded slightly as 
he spied it, for he knew that machine, 
which he and his team had built, was a 
reasonably good reply to the challenge 


his bosses tasked him with a year before: 
to come up with something unique and 
interesting for American dealers to sell in 
the winter. The request was a shot in the 
dark, one with no direction whatsoever. 
The bosses simply wanted to support 
Honda dealers in winter, especially those 
in the northern tier, where off-season 
sales often slowed to a crawl. 

Tak's team spent a year researching, 
designing, building, and testing a wide 
range of prototypes for snow, sand, and 
mud, finally settling on this design a few 
months prior. During the final months 
came a breakthrough regarding wheel and 
tire design, and the bike s functionality 


suddenly clicked. The machine he was 
looking at was both fun and functional, 
two characteristics vitally important to 
any of Soichiro Honda's products. 

And so Tak now had some hope— hope 
that the design would be accepted and 
hope that it would have an impact on the 
US market. Given the monumental effect 
Tak's little three-wheeler would have on 
the world's powersports market in the 
years to come, he needn't have worried. 
But, hey, hindsight is 20/20... 

Prior to Tak's creation, the All Terrain 
Vehicle category in the 1960s barely 
existed and was dominated by a handful 
of four- and six-wheel machines with 
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for the soft, slick, and otherwise tricky 
surfaces on which it would be ridden. 

The design was also unique enough to be 
patented in several ways, which would 
pay massive market-share and financial 
dividends later on. 

Several versions were tried: one 
front wheel with two rears; two fronts 
and one in back; tandem wheels on dual 
axles in back, etc. Treaded motorcycle- 
type wheel and tire combinations were 
tried, but they chewed up soft terrain and 
didn't allow the chassis to maneuver as 
intended. The breakthrough happened 
when the team received from American 
Honda a set of low-pressure balloon 
tires from an Amphicat six-wheeler to 
evaluate. They reconfigured the prototype 
to accept these 22-inch diameter tires 
and wheels, and suddenly everything 
clicked. Traction and handling were 
better, and the footprint on soft terrain 
was minimal— just right and just what Tak 
had envisioned early on. 

Functionality jumped yet another level 
when the team moved to Honda's 90cc 
OHC single from the 70cc unit they'd been 
testing. The bike now had the low-end 
and midrange it needed to handle softer, 
power-robbing surfaces. Another helpful 
change was a thumb-operated throttle, 
still in use today, which allows riders to 
maintain precise throttle control even 
when hanging off one side of the machine 
to help steer it. Testing showed the 
hardtail's tire-supplied suspension to be 


adequate— at least for the relatively mellow 
use engineers and designers envisioned. 

While functionality was the prime 
target, cost figured in as well. The simple 
design helped; Honda already had the 
engine, and the frame was a basic, 
stamped-steel assembly. There wasn't 
much R&D to complete or tooling to 
purchase. 

By mid-'69, the US90— a name chosen 
to reflect the machine's primary outlet— 
was ready for production, and attention 
turned to informing the dealer body of the 
new concept. Honda knew it would likely 
be a hard sell, so it organized a weeklong 
dealer event at California's Pismo Beach 
featuring more than 100 pre-production 
units for dealers to ride and experience. 
They had a grand old time on the ocean 
dunes, but the big question remained: 
How would dealers gauge the US90's 
sales potential? 

"Most had a hard time seeing the 
market," says a Honda associate who 
helped run the event, "unless, of course^ 
they lived near sand dunes or a gravel 
pit." Even some inside Honda wondered. 
"As a motorcycle rider since the early 
1950s," says longtime Honda president 
Tom Elliott, "1 thought the US90 was a 
little weird and wondered if there was a 
market for it." 

Still, bike sales were booming and 
dealers bought plenty. Some did well, 
others not so well, and it soon became 
obvious that geography was key; rural 


tub chassis and turning accomplished by 
braking one set of wheels (one side) at a 
time. Companies such as Jiger, Mobility 
Unlimited, and Attex built balloon-tired 
models catering mostly to hunters and 
fisherman. Many could float, with some 
owners even fitting small outboard 
engines. Tak's concept thumbed its nose at 
these cumbersome, amphibious contrap- 
tions— then turned the entire concept of an 
all-terrain vehicle on that same nose. 

Tak's team settled on the three-wheel 
concept relatively early, the triangular 
footprint offering the team what it felt 
would be the optimum combination of 
stability, traction, and maneuverability 
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“Farmers and ranchers discovered how useful 
ATCs really were, and that trend grew into the 
gigantic utility market we have today.” 


dealers sold a lot of them, urban dealers 
less. Dealers promoted the $595 US90 
in unique ways too. Some floated them 
in pools in front of their stores to attract 
attention, while others took them to county 
fairs and allowed folks to have their 
hands and feet run over to show how soft 
and harmless the footprint was. Honda 
promoted heavily, too, mainly in print ads 
but also in movies, getting the machine 
into Diamonds Are Forever, a James Bond 
flick that debuted around that time. 

By late 1970, the US90's debut year, the 
machine had officially become the ATC90, 
Honda successfully trademarking “All 
Terrain Cycle." Press reaction was gener- 
ally positive, and retail sales during the 
first few years averaged around 10,000, 
with roughly 150,000 being sold by 1978, 
the machine's final year of production. 

By then the line had expanded to include 
the ATC70, with the ATC110 taking over 
the 90's spot in the lineup. What's more, 
farmers and discovered how useful ATCs 
really were, and that trend grew into the 
gigantic utility market we have today. 

"The ATC90 was a surprise to us," 
says Yamaha product-planner Ed Burke. 
"We'd been researching alternative 
products at the time but hadn't moved on 
any. The off-road market was peaking 
at the time, and it seemed like it could 


work." Because of Honda's many patents, 
Yamaha couldn't jump into the market 
until 1980. Its initial entry, the two-stroke, 
123cc Tri-Moto, was indeed a three- 
wheeler but had its engine positioned 
between the rear wheels. Eventually, 
Yamaha bit the bullet and paid Honda 
royalties until the patents expired. 

But paying that price was worth it. 
"Once we got into [three-wheelers]," 
Burke remembers, "ATV sales became 
a significant part of our business. In 
the mid-'80s, [three-wheelers] literally 
took over a good portion of the off-road 
market. Bike sales declined, but three- 
wheeler sales grew. In many ways, 

ATVs have helped support the industry 
and keep dealers alive during significant 
downturns. You saw this then, and you 
see it today. That's really significant." 

But the three-wheeler story would 
not have a happy ending. Broken axles 
and poorly designed footpegs were 
problems early on, but issues of a far 
larger scope would eventually derail 
the ATC and three-wheeler train. The 
design's unusual handling, coupled with 
what must be called a healthy dose 
of rider irresponsibility (and arguably 
overzealousness by regulators and 
litigators), would spell the end. Honda's 
desire to reach out to non-motorcyclists 



Above: A one-piece seat/fender assembly 
removes for access to the rear of the 
suspension-less trike. Below: The evergreen 
SOHC, air-cooled single hung from a steel 
frame in the ATC’s belly. The location of the 
engine was patented for three-wheeler use. 



and utility consumers no doubt attracted 
many who felt motorcycles were 
dangerous, but that three-wheelers 
were somehow safer. Just because you 
couldn't fall over at a stop did not mean 
you couldn't crash them. Accidents 
increased and three-wheelers had already 
been convicted in the court of public 
opinion by the time the Consumer Product 
Safety Commission came on the scene. 

Ultimately the CPSC forced the 
manufacturers to stop making and selling 
three-wheelers, a ban that took effect in 
1987 and would last 10 years. Fortunately, 
manufacturers saw the writing on the 
wall early and began building four-wheel 
ATVs as early as 1982 (Suzuki was first, 
with Honda and Yamaha following in '84), 
a move that kept the ATV surge alive. 
Today, it's a multi-billion-dollar part of the 
powersports puzzle, with every Japanese 
manufacturer participating with 
machines that are clearly evolved from 
the original ATC, plus the proliferation 
of side-by-side (and larger) ATVs that 
resemble (and cost like) automobiles. 

And it all goes back to the ATC90. 

From its inauspicious start as a seasonal 
gap-filler it got millions of people into 
motorcycling, many of whom would never 
have experienced the fun of our sport 
without it. It jumpstarted an entirely new 
industry, one that's sold more than 10 
million units over the years. And it helped 
support our business and dealers at key 
moments when bike sales slacked off. 

All of this, one way or another, stemmed 
directly from Osamu Takeuchi's original 
three-wheel prototype. 
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BkaMaster 

1/3 THE WEIGHT OF A LEAD ACfD BATTERY. 

Lithium Iron Phosphate - the most advanced battery tcchnoiogy ava liable 
for your bike. Ultra high cranking amps from a super lightweight battery. 
Backed by a two year warranty. 


bik^inasterjoom 
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A n otherwise modest house on 
a nondescript suburban street 
in aptly named Pleasanton, 
California, is not where you would expect 
to find one of the largest assemblages of 
Kawasaki Grand Prix racing motorcycles 
in the world. But that's exactly where 
David and Lorraine Crussell keep their 
remarkable collection, with two dozen 
racebikes actually inside the house and 
even more in a shop out back. 

Dave says his decorating strategy 
is simple: “1 keep the 'pointy tank' 
Kawasakis in the entryway, the small 
Kaws in the dining room, and Denco 
bikes in the master bedroom. My water- 
cooled 750s, the 500 GP bikes, and 
the original H2Rs— five of just 35 ever 


made— are all in the living room." Martha 
Stewart might not agree, but it looks 
great to us. 

Why the fascination with smoky, old 
Kawasaki two-stroke "widowmakers" 
and all their racing variants? It goes way 
back, says Dave, who now works as an 
operating partner for a Bay-Area private- 
equity fund. 

"I've owned Kawi triples since 1 was 
17, but 1 sold all my bikes when 1 moved 
to the US from the UK 23 years ago," he 
recalls. "Then 1 purchased an H2 triple the 
day after 1 arrived in America. I'd flown 
into Wisconsin with a pregnant wife and 
one-year-old son. 1 read the local paper 
that night and saw a classified ad for an 
H2 for a ridiculously low price. 1 bought 


it the next day. Unfortunately, 1 had no 
US motorcycle license. When 1 went to 
work on Monday for my orientation, 1 was 
relieved to meet Peter, a software engi- 
neer with a motorcycle endorsement. He 
rode it home for me the very next night!" 

From those humble beginnings, the 
Crussell collection continued to grow 
steadily. Two of the bikes Crussell has 
had the longest are a pair of street-legal, 
Denco-powered H2s he has owned for 
more than two decades. Denco was a 
tuning firm based in Fremont, California, 
run by Dennis Dean and two-stroke 
tuning guru (and dragracing legend) Tony 
Nicosia. Denco made a series of perfor- 
mance packages for H2 models begin- 
ning with the Cobra 90, which consisted 


64 MOTORCYCLIST 








of pipes and a carb kit, said to be good 
for 90 hp. Additional porting created 
the King Cobra 120; extensive top-end 
work made the Pro Cobra 138; and who 
knows what black magic made the Ultra 
Pro Cobra 147. Crussell now owns one of 
each of all the Denco bikes. 

When Crussell started roadracing in 
'98— he's a many-time American Historic 
Racing Motorcycle Association (AHRMA) 
champion who won five national champi- 
onships in 2011 alone— of course it had to 
be on a Kawasaki triple, an original factory 
H2R that he still successfully competes 
with in AHRMA vintage events today. 

"I simply love these big two-strokes," 
Crussell says. "The power surge. The 
smell of burning oil. The noise! And the 
H2R is the king— all go and no slow with 
110 horsepower, 310 pounds, skinny 
tires, and horrible brakes!" 

After many years of careful collecting, 
Crussell has assembled an essentially 



vertical collection of Kawasaki GP 
bikes spanning from a 1968 AIR to 
a 1978 KR750. Crussell says his 
collection traces two distinct lines 
of Kawasaki racebike develop- 
ment, one starting with the '68 
AIR (250cc two-stroke parallel 
twin), then continuing with a '69 
AlRA,a'70H1R(500cc two- 
stroke inline-triple), '71 H1RA, 
and '75 H1RW. The second line 
begins with the 1972 H2R, a descendant 
of the HIRA but with a 750cc two-stroke 
inline-triple. Crussell also owns '73 and 
'74 variants with minor frame and engine 
improvements, as well as the '75 KR750 
that introduced water-cooling, then the 
final version, represented here by the 
'78 KR750. Together these machines 
document all of Kawasaki's chassis and 
engine racing development during that 
period, Crussell says. 

The first of what Crussell calls his 
"collector" racebikes was an incomplete 
and mechanically needy H1R once owned 
and raced by famed tuner Al Gunter. 

After that, Crussell says, "things got 
complicated— and quickly." 

One of the bikes Crussell is most 
proud of is the ex-Yvon Duhamel factory 
H2R, serial #1. Duhamel raced this bike 
in late '72 and all of the '73 season, as 
well as the British Match Races and 
Imola in '74. "If you see a picture of 
Duhamel on an H2R," Crussell says, "it's 
probably this bike." Crussell found it for 
sale in the UK by chance while surfing 
the web one Thanksgiving day. 

"The description was brief and there 


Above: Lorraine and David Crusseii in 
their shop. Lorraine is an accompiished 
AHRMA racer too, winning muitipie 
races over the past two seasons. 

was only one small picture," Crussell 
remembers. "It was too late to call the 
guy, so 1 rang him the next morning. He 
verified the engine and frame number 
and answered a bunch of questions 
satisfactorily. Magnesium triple clamps 
and similar works parts indicated it was 
a special machine. 1 committed to buying 
it on the spot and sent him a deposit 
immediately then quickly arranged a 
flight to the UK. My parents still live there, 
so 1 rented a van and drove to Liverpool 
with my dad to pick it up. A day later the 
bike and 1 were headed back to the US." 

Elapsed time for the whole deal was 
less than a week, Crussell says. "I've 
learned that you have to strike quickly 
when historically significant bikes 
appear on the market." At the same time, 
building a collection of this depth can be 
a long game. "Bikes like these take a long 
time to gather," he says. "It's not unusual 
for me to chase a target for five years. I'm 
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working on one now that I have 12 years 
into, and I still haven't bagged it." 

Crussell has other ex-Duhamel bikes 
too, including the #17 Kawasaki KR750 
originally built in '76 and then upgraded 
to its present specifications in '78. This 
is the bike Duhamel rode at Mosport in 
the F750 class in '78 and '79 and is still 
equipped with magnesium carbs and all 
the other special parts that were only 
fitted to works bikes. 

Another personal favorite bike is the 
ex-Rusty Bradley HIRA. Rusty Bradley 
was an up-and-coming amateur racer 
from Texas— some said maybe the most 
naturally talented American roadracer 
ever— who won many races on an HIR in 
'70, before he was killed in a crash in the 
first turn of the very first race at Daytona 
in 1971, riding a brand-new Kawasaki 
HIRA supplied by Boston Cycles. This 
is the very bike that Crussell now 
owns. "The bike was shown in the AMA 
Museum for many years," Crussell says, 
"then was sold about 15 years ago at the 
annual motorcycle auction at Daytona 
during Bike Week. The buyer, a fellow 


racer, is a good friend. 1 purchased 
the bike from him about 10 years ago, 
replaced some missing engine internals, 
and made it a runner again." 

Looking closely at the photos, you can 
see that Kawasakis are not Crussell's 
sole domain— he's also become quite an 
aficionado of Yamaha TZs too. "1 had a 
water-cooled KR and Suzuki TR, too, and 
so 1 wanted a twin-shock TZ to complete 
the line-up," Crussell explains. "1 
purchased my first TZ700 from the UK a 
little over 12 years ago. Three years ago, 

I got a call from a friend in Canada about 
another complete, late-model TZ750 for 
sale. 1 thought, 'Why not, and let's give 
this one a go at the track.'" 

After a complete strip-down and 
rebuild, Crussell went racing on it. "I'd 
raced against TZ750s several times on 
my H2R and had always blown them 
away— it turns out the riders were 
parading, not racing. It turns out it's quite 
significant, the jump in technology from 
my early '70s H2R to the later TZ750. 
After massively adjusting my riding style, 
I started to go even quicker on the TZ." 



Crussell’s relationship with the Kawasaki 
brand isn’t exclusive — he also collects and 
races Yamaha TZs like this TZ750 (above) 
modified specially for the Isle of Man 
Classic TT, where Crussell was named “Top 
Newcomer’’ in 2012. 


1 simply love 
these big two- 
strokes. The 
power surge. The 
smell of burning 
oil. The noise.” 


Crussell expects an even greater jump 
in performance from his latest project, a 
special TZ750 constructed specifically 
for the Isle of Man Classic TT. Standard 
TZs make 120 hp and handle margin- 
ally; Crussell's lOM TZ makes 150 hp and 
handles substantially better after upgrades 
like modern wheels, fork, and brakes. 
Crussell has been competing in the Classic 
TT since 2012, when he was awarded "Top 
Newcomer" status in the Superbike class 
riding his Kawasaki Zl. He rode the TZ 
there in 2013, making a 107.5 mph lap that 
was good enough for second in class and 
16th overall in the Formula 1 category— 
despite almost running out of gas because 
the thirsty TZ sucked down nearly 3.5 
gallons of gas per 37.7-mile lap! 

Despite these adventures in TZ-dom, 
it's still the lime-green Kawis that take 
pride of place in Crussell's home and 
heart. "Our house cleaner is forbidden 
to touch anything with wheels," Crussell 
says. "1 dust them all myself!" And 
pity the interior decorator, when it's 
time for the remodel; what color best 
complements Kawasaki's team green? 
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LIGHT UP 
YOUR LIFE 



1 JiKt" j Y r 
THIN-HEAD LIGHT 

All the light in the world is useless if you 
can’t shine it where it’s needed. This light- 
on-a-stick from Bikemaster can slip into 
the tightest of spaces, and the head is slim 
enough that you can still see past it. A 
magnetic tip makes it perfect for retrieving 
dropped fasteners, and the magnetic holster 
adds even more convenience. Pick one up for 
$30. Batteries included! 
bikemaster. com 

2 '■ 'LiCH 

LED DRIVING LIGHTS 

Light up the road with these universal LED 
driving lights, which crank out a combined 
claimed 2,500 lumens on high. Each unit 
contains a trio of LEDs in a machined- 
aluminum housing that’s capped with a 
hardened-glass lens. Current draw is 30 
watts on high and 15 watts on low. The $320 
kit includes two lights, a switch and wiring, 
and mounts to fit 7/8- or 1-inch handlebars 
or crashbars. 
trailtech.net 

3 LLV'NGnGER 
MOTORCYCLES 
2-STROKE CANDLE 

This candle emits a mellow light — and 
an authentic two-stroke-exhaust aroma! 
According to Eric Bess of Flying Tiger 
Motorcycles in St. Louis, Missouri, “The scent 
is as close as you can get and still have the 
candle burn correctly.’’ Made in the USA 
using soy wax and real two-stroke oil, this 
16-ounce $20 candle is designed to capture 
the scent of the ’70s. The container even 
resembles a vintage oil can. 
flyingtigermoto.com 

4 ADMORE LIGHTING 

LED LIGHT BAR 

Increase your conspicuity with this $129 
light bar from AdMore Lighting. It bolsters 
your taillight, brake light, and turn signals’ 
effectiveness with an array of 78 super-bright 
LEDs. Functions include integrated progres- 
sive amber turn signals and a modulated 
brake light that’s sure to get noticed. Mount it 
to your license plate or anywhere on the back 
of your bike with the included bracket. 
twistedthrottle.com 

5 FENIX UG35 FLJ^SHUGHT 

Need lumens on the go? Fenix’s UC35 LED 
flashlight pumps out a claimed 960 lumens 
in the brightest of its five digitally regulated 
intensities. At less than 6 inches long the 
UC35 is small enough to fit in your pocket, 
and its lithium-ion battery is rechargeable via 
an included USB cable. Waterproof, shock- 
proof, and blazingly bright, the $90 UC35 is 
the superbike of flashlights. 
fenixoutfitters.com 
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The fastest groxving helmet 
brand in the world 


Hjdos 


QUICK RELEASE BUCKLE 
DRCP DOWN SUN SHIELD 


MSRP 


LS2HEUCT&US 


[TESTEDI 

CHROME INDUSTRIES 

MOTOR BARRAGE BACKPACK 



I absolutely love my Kreiga R25 backpack, using it for everything from 
quick shopping trips to a recent Baja excursion where it comfortably 
carried everything 1 needed for a four-day, 750-mile, all-off-road adventure. 1 
love everything about the R25 except its tactical military styling, which looks 
fine with MX gear on Baja but utterly ridiculous, say, cafe racing on my vintage 
Moto Guzzi. And if one more person asks me why Tm wearing a parachute... 

Call me a fashion victim, but 1 wanted a cargo-carrying solution that 
offered all the moto-specific functionality of the R25 but with a less-technical 
appearance. The Motor Barrage backpack from San Francisco s Chrome 
Industries is exactly what I was looking for. 

With a heavy-duty ballistic-nylon exterior and a welded-waterproof inner 
liner made from 18-ounce, 600-denier tarpaulin— the same stuff the US 
military makes truck tarps from— this rolltop bag is Baja-tough and has proven 
utterly waterproof too. Expandable from 22 to 34 liters, its big enough for 
overnighting, but load-stabilizing external compression straps cinch it down if 
you're only carrying a laptop. 

An ergonomically engineered shoulder strap, bolstered by a sternum 
strap, evenly distributes heavy loads, and an EVA-foam back panel keeps you 
comfortable even after hours in the saddle. Durable metal cam-lock buckles instantly 
release shoulder strap tension— to easily slip the pack over a bulky, shoulder-armored 
motorcycle jacket, for example— then retighten just as quickly once the pack is on. 
Windproof "strap keepers" prevent annoying loose ends at 80 mph. This pack is 
clearly designed for those of us who ride. 

My favorite moto-specific detail, however, is the fold-down tool carrier integrated 
into the front pocket— something essential when you commute on a 43-year-old 
Italian motorcycle! Designed to perform, built to last, and Wmeiessiy (under)styled. 
Chrome's Motor Barrage is my new favorite backpack. -Aaron Frank 


M( 


CHROME INDUSTRIES 

MOTOR BARRAGE BACKPACK 


PRICE: $240 

CONTACT: chromeindustries.com 

VERDICT: 7/10 

It’s not cheap and only comes in black, but no 
other backpack so successfully mixes expedi- 
tion-grade functionality with urban style. 


LIFEPROOF 

NUUD IPHONE CASE 

Annoyingly, as cell phones have 
evolved they've become more 
delicate. Thankfully LifeProof offers 
phone cases sturdy enough to satisfy 
the needs of most motorcyclists. 

LifeProof boasts that the nuud case 
for the iPhone 5/5s is waterproof 
(to 6.6 feet) and shockproof (able to 
sustain a drop from above your head). 

The audio and charging ports seal with 
a threaded plug and a hinged clasp (that 
also locks the case shut) respectively, 
and a thin membrane covers the 
phone's home button. 

The nuud's marquee feature is its "screenless" design, 
whereby the screen is sealed along the edges. This means 
the touchscreen is unhindered by a protective coating 
but also exposed and completely dependent on the seals. 
Despite raised eyebrows from my peers, the nuud has proven 
completely waterproof in my testing, which includes riding 
in the rain with the phone mounted to the handlebar via 
LifeProof's $40 bar mount. 

A couple of notes on functionality: The Touch ID function of my 


LIFEPROOF 

NUUD IPHONE CASE 

PRICE: $90 (case only) 

CONTACT: Ufeproof.com 

VERDICT: 7/10 

Serious weather/adventure protection for 
the cost of a month of smartphone service. 

iPhone— allowing your phone to unlock by 
reading your fingerprint— works through 
the membrane, but it's shaky sometimes 
(and useless when wet, incidentally, but 
that's not the case's fault). The bar mount 
is a tidy design and worked well, except 
that a tapered handlebar can confuse the 
clamp for the mount. You'll want a couple of inches of free bar 
space, preferably with no taper. 

Overall, the nuud has been great. Both the case and the bar 
mount install quickly, without tools, and work as advertised. 
What it boils down to is this: This case is like knobby tires for 
your ADV bike. It's terrific in certain circumstances, but it's not 
necessarily the best day-to-day option. I would still recommend 
it for anyone who's serious about moto-adventures and/or 
weather protection, even if you only use it a few times a year 
for a couple of weeks at a time. -Zack Courts 
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We know four additiona i reasons for teki ng a rkfe MuftiGrip, RalnGrlpi TradtJonSkin and ZeroDegree. They are 
also the qualities of our new ConrURoad Attack 2 EVO. Chanpion of the latest tire test by Europe's No 1 motor- 
cyde magasine Motorrad and dtJed "Test Winner Highway 2014". Thanks to our technotogical innovations, 
the Conti RoadAttack 2 EVO makes curvy roads even moro enjoyable and kEcps you on track in vwet weather 
condftksns Find out more via coni^-motojcom 


@iillneiilal 





* CONCERTS ~ PARTIES ~ BACK ROADS ~ HIGHWAYS ~ BOULEVARDS ~ BLACKTOP * 
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Motorcycte 


Powered by 


ppThe GEICO Motorcycle Hot Bike Tour 2015 is a 
five-day progressive motorcycle rally. Ride by day. 
Party by night. You’ll join top custom builders, who 
are competing in Bike Build-Offs. They are building 
kand riding their creations on the Tour; you get to 
■^ride along and be the judge! Come morning, 
Joes and Pros take to the open road. 


Ride a day, ride all five. Get the whole story at hotbikeweb.com/tour. 


Learn more at www.hotbikeweb.com/tour or call 877-413-6515, 
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GARAGE 


A COMPLETE GUIDE TO LIVING WITH YOUR MOTORCYCLE 


MU I U UtAK 
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WASH THAT 
UZ. JACKET! 





MILES THIS MONTH 


Say what you will about the sudden popularity of so-called Adventure Tourers, 
but they've helped push a new kind of motorcycle gear to the fore. Adventure gear 
has to look tough, that much we know, but it's also edged into an area somewhere 
between textile sport gear and touring pieces. Waterproof is a given, but since the 
dream of ADV riding includes some off-road work, the gear needs to have the best 
armor and be built for durability. And because riding a 600-pound machine off road 
(at least a little bit) is a fair workout, this class of garment needs to breathe well. 
Gore-Tex and similar solutions are the norm here. If you haven't checked out the 
latest “adventure" gear just because you wouldn't be caught dead on a tall street- 
bike calling itself an off-roader, you could be missing out on some quality kit. 


In the end-of-season transition, 
we’re down to just four iong- 
termers. More coming soon! 


DECODER RING 

CE APPROVED 


;nipoi:iini. Safety SLandciids 

Not all “crash pads” are created equal. Some are more equal than others, 

Including those rmriced CE (Confomitt^ Europ^nne) approved This Is a set of agreed-i^pon 
^tanclaids for protective ww. Shoulder knee pietectlofi should cofifdirn P^ErUdJl-l, 

while a good back protector should conform to EN1621-2. Better quality back protectors will be 
marked as Level 2 or B2, which indicates improved energy absorption and coverage area. 
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If your gear doesn’t fit well on the bike, you’re losing out on functionaiity and safety. 


MC GARAGED APPAREL 


What s the big deal when it comes to 
shopping for motorcycle gear? You 
visit your local dealership, try on some- 
thing, pay for it, and then you're done. 
Unfortunately it isn't that easy for most 
women riders. The Motorcycle Industry 
Council says that among 27 million riders 
in the US, 6.7 million of us are women. 
However, only 12.5 percent of us are 
motorcycle owners, which means the vast 
majority are actually passengers. 

As a result, we're often ignored. 

Having worked extensively in the women's 
motorcycle gear market for the past eight 
years. I've found that female passengers 
don't see themselves as riders but "just 
passengers." These words make my 
heart sink every time because she doesn't 
understand the consequences of falling 
off the motorcycle. Pavement doesn't 
discriminate! This perception is a chal- 
lenge because if she's not interested in 
wearing gear and has zero experience 
shopping for it, how will she know what 
to look for? This is only one of the many 
challenges women face when shopping 
for the right gear. 

SIZING. When I ask a man what size he 
wears, there's always an answer: "34/32 
jeans" or "medium shirts." If I ask a 
woman what size she is, "I don't know" is 
a common reply. Many times, she doesn't 
know what her dress size or true measure- 
ments are. What makes this really impor- 
tant is the fact that motorcycle gear for 
women is not vanity sized the way jeans 
and T-shirts are. How can you possibly 
know your true size when one brand says 
you're "X" but another one says you're "Y"? 

VARIABILITY. Further complicating this 
issue, motorcycle gear size charts are 
often inconsistent and can vary from one 
brand to the next. And we can't ignore the 
fact that we often have curves, so you 
might be a different size from your upper 
half to your lower half! There is simply no 
easy way to translate from casual clothes 
to safety gear. 

FIT. We have also been trained to try 
on clothes in front of a mirror, not on a 
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when gripping the bar. Boots should 
limit your foot from excessive forward or 
backward movement. Finally, everything 
should fit snugly so that the armor stays 
in place should you fall off. 

FEATURES. A lot of thought is put into 
how a piece of gear will make your ride 
as comfortable, convenient, and safe 
as possible. Jackets designed to work 
in more than one season should have 
removable liners and strategically placed 
ventilation for more airflow. Waterproof 
jackets should have covered or sealed 
zippers to keep you dry. Some pants have 
the ability to adjust your knee armor up or 
down depending on how tall you are, and 


motorcycle, so it's extremely difficult to 
immediately understand the way our gear 
should fit while seated on a motorcycle, 
not standing next to one. These sizing 
challenges are significant because it can 
impact the way our gear performs while 
riding and in the event of a crash. Your 
gear should fit better on the bike than off. 
Jacket sleeve length should be longer 
than usual, and may feel tight across the 
chest and loose across your shoulders, 
all so that it fits properly when you reach 
forward to the handlebars. Fants should 
run slightly long so that the knee armor 
slides perfectly into place when your 
feet are on the pegs. Gloves should have 
a pre-curved fit so they feel comfortable 


LADIES, 

GET IN GEAR! 
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“We’ve been trained to try on 
clothes in front of a mirror, but 
your gear should fit better on 
the motorcycle than off. ’’ 

jackets may have straps on the sleeves to help keep armor in place. 
The more features like this a garment has, the more likely it is to be 
both comfortable and functional across many riding conditions. 

PROTECTION. The two key criteria for protection are impact and 
abrasion resistance. Body armor is critical. If a garment doesn't 
accommodate armor then it might not be very crashworthy. Some 
brands do not include armor but offer pockets so you can add your 
own, and third-party armor is available for these or as an upgrade 
to the basic armor included with some items. For abrasion resis- 
tance, the main issue is the material a garment is constructed 
from. Materials like leather and Cordura provide significantly more 
abrasion resistance than denim or other fabrics. Also consider 
the seams: Are they stitched with a material that will ensure 
that the garment won't fall apart upon impact? The gear must be 
constructed in such a way that it protects you no matter what. 

FIT, THEN BUDGET. It's important to ignore price tags while 
you're shopping at first. Let yourself enjoy, just in the beginning, the 
possibility that you can afford anything you want in the store. By 
ignoring price tags, you may miss out on something that fits you like 
a glove. Many times, a more expensive piece of gear may fit better 
than other less expensive options. Finding that fit in the beginning is 
the most difficult part. But once you figure out what brands/styles/ 
fits work best, it's a much easier process the next time you go 
shopping, and you'll know exactly what to look for or what brands 
to seek out. If you find that you still can't afford the high-priced item 
you've just fallen in love with, that company probably has more 
options in the catalog. Often, dealers can only afford to put out one 
or two options on their apparel floors, so it doesn't hurt to ask to 
see what else they have to offer that fits in your budget. 

PATIENCE. Now that you know what you should have, the question 
is: Flow do you get it? Normally, you shop at one of your local 
dealers. Their job is to provide knowledgeable staff and plenty of 
gear options in a brick-and-mortar or online environment (which 
can be 10 times more difficult). I've mostly worked in storefronts 
selling gear, and it's so much easier when 1 am face to face with my 
customers. Flowever, many shops lack a great selection of sizes, 
shapes, and features. The story 1 keep hearing over and over again 
from stores is, “But women just don't come in here,'' or, “I've tried 
and 1 can't seem to sell anything.'' 

Selling women's gear requires more than just stocking a huge 
selection; the salespeople should know the fit or sizing differences 
between one brand and the next. They also have to care about 
reaching women riders, educating them if necessary, and reaching 
out to the local riding community to find them. 

This is where patience comes in. You, as the consumer, need to 
do your homework. My own site, gearchic.com, is dedicated to that, 
but it's not the only resource. Share information with friends, read 
the online reviews closely, and keep looking until you've found the 
right, protective, functional gear for you. 

—Joanne Donn 



WHAT’S WRONG WITH 
FORM OVER FUNCTION? 


When 1 made the choice to ride 11 years ago, 1 immedi- 
ately accepted the risk of injury. 1 have some respect for 
those who know exactly what riding without gear means 
yet do it anyway. But when you don't educate yourself 
about those risks, and you make choices without all the 
information, you're backing yourself into a corner. 

Some of you are thinking: It doesn't matter what 1 
wear. But those are the rare accidents. What if you're 
riding down the street at 15 mph while a car merges 
into you because the driver didn't check his blind spot? 
Depending on what you're wearing it can mean the 
difference between getting up and walking away with 
a few bruises or being taken away in an ambulance 
because you're unable to walk. 

1 would certainly love to wear a casual, lightweight 
leather jacket when riding. Without protective features 
the jacket would be softer, lighter, and look better on me 
than most motorcycle jackets. My cute, stylish wedge 
boots would be less bulky and far more comfortable to 
walk around in than motorcycle boots. And my favorite 
jeans, which 1 can practically sleep in because they're so 
comfortable, would be preferable to riding pants. 

Flowever, my body means a lot to me, and 1 try to 
give it as much sensible protection as 1 can. Even the 
best motorcycle gear is often a compromise, but casual 
clothes offer absolutely nothing in terms of safety or 
protection. Strong seams, reinforcement along impact 
points, and body armor are nowhere to be found. 

Once you make the choice to wear safety gear, it's 
important to accept that almost everything with real 
protection still won't feel or look like casual clothes. Many 
brands have attempted to create stylish, protective gear, 
and some have succeeded. Yet 1 still find that many of 
these options must sacrifice some protection in order to 
achieve the ultimate goal of being fashionable. When your 
safety as a rider takes a backseat to how our gear looks, 
you'll very likely regret that choice down the road. 


—Joanne Donn 


Find gear reviews, in-depth fit strategies, and personalized 
recommendations at Donn's site, gearchic.com. 
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CORNERING LINES 


» Unlike cars and trucks, motorcycles 
occupy a narrow portion of a typical 
road, giving us the choice to ride in the 
left, center, or right part of the lane. This 
freedom offers some significant benefits, 
especially when cornering. 

Last month, I talked about ways to 
identify the character of an approaching 
corner to help you determine a safe entry 
speed. This information also allows you 
to select the best “cornering line" or path 
through a corner. 

The basic cornering line is the 
“outside-inside-outside" (O-l-O) path 
that starts at the outside edge of the 
lane, continues to the inside (apex), and 
finishes near the outside at the corner 
exit. Roadracers use versions of this 
basic line mainly because it is the fastest 
way around the racetrack. But cornering 
lines benefit both racers and street 
riders as a way to maximize traction and 
increase control. 

Riding around corners without 
venturing far from the middle of the lane 
is fine when the road is predictable and 
speeds are low, but more precise lines 
become essential as the pace increases 
and corners become more challenging. 

The most obvious benefit of the basic 
O-l-O line is that it straightens the corner 
radius, which means you use less lean 


angle for a given speed. I hear what 
you're saying: You love leaning your 
motorcycle, so why would you want to 
straighten the curve? As much fun as 
it is to lean deep into corners, the more 
you lean the more traction and cornering 
clearance you use, leaving you with less 
grip and clearance to make corrections or 
avoid midcorner hazards. 

Entering a corner from the outside 
sets you up to ride a straighter path, and 
it also provides a better view into the 
corner so you can judge the radius and 
determine whether there is anything of 
concern around the bend. The wider you 
enter and the longer you can delay turn- 
in, the better angle of view you will have. 

Delaying turn-in also sets you up for 
the indispensable delayed-apex line, 
where you wait until you are around the 
corner to apex. The beauty of the delayed 
apex is that it gets your bike pointed 
safely around the corner and not at the 
outside edge of the road. In contrast, 
an early apex forces you to carry more 
lean angle and increases the risk of 
you running out of pavement, ground 
clearance, or talent. This is especially 
true when dealing with the dreaded 
decreasing-radius turn. To execute a 
delayed apex you need to turn “late and 
quick," staying wide for what may seem 


like an eternity before countersteering 
sharply toward the late apex. 

The basic 0-1-0 line is great for 
stand-alone corners, but you'll need to 
get creative when dealing with a series 
of curves. For example, if the next corner 
in a series changes direction, you'll need 
to use an o\j\s\6e-\ns\6e- inside line. That 
way, you remain tight to the inside all the 
way around the corner where it becomes 
the outside entrance to the next curve. 

Stringing together a series of corners 
requires precise turn-in timing combined 
with the correct amount of counter- 
steering force. Turning too late and with 
not enough handlebar pressure can 
cause you to miss the apex, forcing you 
to ride around in the middle or outside 
of the lane and limiting your options for 
managing unexpected trouble. 

Cornering lines can also be used to 
corner faster, but it's a whole lot smarter 
to use this technique as a way to increase 
your margin for error if a corner tosses 
you a surprise. 

As if this list of benefits isn't enough, 
using cornering lines also makes riding 
super satisfying, as you interact more 
intimately with your bike and road. 

You'll discover that carving perfect lines 
through a series of corners amps the fun 
factor way, way up. —Ken Condon 
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MC GARAGE ANSWERS 

VALVE ADJUSTMENT INTERVALS 

I have two bikes, a Triumph Bonneville and a Honda CB1100. The 
I y Triumph s shop manual says to check the valve clearances every 
12,000 miles, but the Honda s says every 8,000. They both use 
shims to set the clearance, and theyVe both low-revving air-cooled engines. 
So why the different adjustment intervals? A friend with a Honda Gold Wing 
says his valves don't need to be checked until 32,000 miles. Is that because 
it s water-cooled? I've read on Internet forums about riders who have never 
checked the valves, and their bikes run fine for thousands of miles. Is it really 
necessary to check them at all? 

Joe Robie / Watsonville, CA 


Whether or not a bike is liquid- 
cooled has less to do with valve- 
check intervals than things like 
cam profile and lobe hardness, the kind 
of followers or buckets, valve weights, 
average rpm, and a host of other factors. 
Also, intended use, which is why Honda 
specifically built the Gold Wing for longer 
valve-check intervals, appreciating that 
owners tend to put a lot of miles on them. 

Manufacturers test to determine 
valve-train wear and set inspection 
intervals to protect from a worst-case 
situation. Because they're conservative. 


the vast majority of the time, inspections 
at the first couple of intervals reveal very 
little wear. Some engines wear tight— 
that is, the valve clearances decrease 
because the valve settles into the head 
faster than the material between the cam 
lobe and the follower wears. Some go 
the other way. The only way you know 
for sure which way your engine is going 
is to check it. It's easy to get complacent 
when the first or second intervals reveal 
valves to be right on spec. 

Ignore the forum chatter. The loud- 
mouth who says you never have to 


check your valves wcn'l pay far nepaFns 
should something happen and won't 
stand behind you when the dealer denies 
warranty coverage because you haven't 
followed the manufacturer's recom- 
mended maintenance schedule. Also, 
should you decide to sell your bike, you'll 
have to find a similarly maintenance- 
averse buyer to accept the fact that you 
haven't checked the valves. The odds 
are very slight that you'll ever have valve 
train-related problems, but knowledge is 
far more useful than hearsay. 

—Jerry Smith 


YOUR TURN' 

We know you have a question you're just 
dying to ask, so send it to us already at: 
mcmoil0bonniercorp.com 



Longer Rides Start Here 

AIR 

Double Your Ride Time 

Ultimate Comfort & 
Support AIR Cushion 

Eliminate Numbness and 
Painful Pressure Points 

Proven Comfort with over 
40 Years of Medical Technology 

Moisture Control 

Ask your local dealer for your Airhawk today! www.airhawk.net 
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ARE YOU A GOOD CANDIDATE FOR 
AN EXTENDED WARRANTY? 



We take it for granted that today s 
motorcycles are as reliable as the 
sun and as durable as a cast-iron skillet. 
But the truth is they're becoming even 
more sophisticated and complicated 
machines. It's no longer just a matter of 
two wheels, an engine with a carburetor, 
a steel tank, maybe a couple of brakes 
(at least devices that looked like brakes), 
and a place to sit. 

Now you have electronics this, 
sensors that, and lots of systems that 
hide behind microprocessors and 
black boxes. So let's be honest: If you 
grew up knowing how to set points and 
can field-strip an Amal carburetor in 
your sleep, today's bikes might seem 
a bit daunting— not so much harder to 
work on but a lot tougher to diagnose. 
Moreover, some of today's bikes need 
special tools and diagnostic equipment 
that's simply too expensive for a typical 
rider to possess. When the bike dies for 
no apparent reason, it's probably not a 


matter of lifting the tank and fixing it with 
a screwdriver. 

Assuming you're not going to be 
committing the bulk of the maintenance 
on your bike, consider these options: 

1 / Take advantage of extended 
warranty protection to cover you from 
anything mechanical or electrical 
that might happen to your bike during 
ownership. This is not a warranty 
in the conventional sense but an 
extended-service contract that acts as 
an extension to the factory warranty 
and usually offers other benefits 
such as roadside assistance, towing 
reimbursement, tire and wheel 
protection, and the ability to transfer 
this warranty when you sell your bike. 
Please read the fine print and ask a lot of 
questions if the warranty being offered 
is not OEM specific. For example, does it 
promise original-equipment parts in the 
event of a failure? 


2 / Prepaid maintenance works to 
save you money in the sense that you 
can lock in today's labor rate by paying 
in advance for your first three (or 
more) service appointments. Again, if 
you've had your motorcycle in the shop 
for a 5,000-mile service, you know 
the cost of even an oil change can 
take your breath away. If you already 
know you're going to pay for it down 
the road, why not take advantage of 
today's labor rate? With some prepaid 
maintenance plans you may be paying 
the labor rate of the shop you purchase 
your bike from, and it's contracted no 
matter which dealership does the work 
for you. This is important, as not all 
dealerships charge the same labor rate 
per hour, and that hourly rate can vary 
as much as $30 to $40. 

Jeff Maddox is the sales manager for 
a multiline dealership in the Midwest. 
Questions for him? Email us at mcmail0 
bonniercorp.com. 
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Remove the armor from the shoulders, 
elbows, and back of your jacket, and unzip 
and remove any interior liners. Mark similar- 
looking pads so they go back where they 
came from. Check your pockets for earplugs 
and other items, and then zip them closed, 
leaving the main zipper open. 


Hand-washing your gear is the safest 
option, but a front-loading washing machine 
(on gentle) will work. Why such care for an 
ostensibly tough piece of apparel? While 
the Jacket’s chassis can take a thrashing, 
the fabric’s exterior coatings and interior 
laminations can be fairly delicate. Most 
laundromats have industrial-size front- 
loading washers that are perfect for the Job. 




If you live in a buggy region or do a lot 
of off-road riding, your gear may need a 
little extra attention before the big wash. 
Pre-treat especially dirty areas with a brush 
and diluted detergent. 


Over time the water-repellant coating that’s 
applied to the exterior of many textile 
jackets will wear off. Adding a waterproofing 
solution such as Nikwax to the wash will 
restore your Jacket’s water-beading ability. 
Refer to the instructions on the bottle. 
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WASH YOUR 
TEXTILE 
RIDING GEAR 

Gear gets dirty— bugs and grime 

gunk up the exterior while sweat 
funks up the interior. A moist cloth is 
great for spot cleaning (and the only 
safe way to clean leather), but when 
it's time for a deep cleaning, it's time for 
immersion in soap and water. We use a 
jacket in this example, but the process 
is the same for pants and other textile 
gear as well. 



Air-dry your apparel on a hanger or lay it 
flat on a dry towel. Never put motorcycle 
gear in the dryer unless the manufacturer 
explicitly allows it. (See number three’s note 
regarding coatings.) Pointing a fan at your 
Jacket will accelerate the drying process. 
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WRIST: Brian Hatano 
MSRP (2015): $11,299 
MILES: 4,216 
MPG: 43 

MODS: Slip-on mufflers 


UPDATE 


1 


T hat saying "because stock sucks" 
just doesn't apply to the Indian 
Scout— for me at least— and the proof is 
right there on the odometer. More than 
4,000 miles into "ownership" of the 
Scout and here I am, just now slipping 
into a new pair of mufflers. 

When it comes to a friendly, easy-to- 
ride cruiser, the Scout designers did their 
homework. Aside from the short wind- 
shield that I installed last month. I've been 
rolling bone stock and not really feeling 
the need to change anything to improve 
the ride. Sure, there's room for improve- 
ment, but I love it as is! And about that 
windshield... Yes, it's a proper fit, it does an 
adequate job of deflecting wind, and doesn't 
take away from the styling too much, but ! 
had to ask myself: Would ! part with $450 if 
! were a Scout owner? My answer was no 
for a couple reasons. Not only is it pricey, 
but it also doesn't quite fit my plan for how 
! want the bike to look. Your answer may 
vary, especially if your pockets are a little 
deeper and you spend a lot of time on the 
highway. For now, I've shelved the screen. 
So on to the exhaust mod. 

I'd say there are quite a few Sportys, 
Dynas, and Softails that don't even make 
it out of the dealer showroom without a 
slip-on exhaust installed. 1 think Scout 
owners might not be so quick to alter 
what is essentially a classy-looking OEM 


system that delivers a pleasant, albeit 
sedate, sound. 

If you have not yet heard the new Scout 
engine, it has a subtle but very pleasing 
gear whine that rises in pitch when you 
rev it, and the sound out of the stock cans 
is distinctly late-model Indian V-twin: 

All meat, no "potatoes." ! think the Scout 
owner who will fork out 800 bills for the 
Indian Stage 1 Straights is someone who 1) 
wants to hear a throatier rumble; 2) insists 
on keeping everything 100-percent Indian; 
3) really loves the look of the factory over- 
and-under shotgun pipes; and 4) can't wait 
for more budget-friendly alternatives from 
the aftermarket. 


The Indian Stage 1 Straights are SAE 
J2825-compliant and meet ERA and CARB 
emissions limits in all 50 states (and, yes, 

! know the website says 49). Such compli- 
ance means that, out of the box, these pipes 
will not be obnoxiously loud, and with a 
factory look and added Indian logo on the 
top can, it'll pass the occasional visual 
inspection by "the man." 

Indian states that the Straights will 
allow the 69ci engine to "breathe more 
freely and unleash additional power; 
especially enhanced midrange torque and 
crisp throttle response." Each set of slip- 
ons comes with a Calibration Card with a 
registration number for EF! calibration by 
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lURLH. REPERT. 

RIDJNG SHOE 

CORTECH.NET 


Finally, a riding shoe that offers the full protection of a 
riding boot and the comfort of your favorite kicks. 

+ Constructed with durable combination of water- 
resistant leather and heavy-duty canvas 
+ HiPora® waterproof, breathable membrane 
+ Italian TecnoGI® thermoplastic heel cup and toe cap 
+ Anti-slip rubber sole with reinforced shank for support 
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Scan QR code for more information on the fuii Cortech product line. Cortech is a registered trademark of Helmet House. ©Helmet House, Inc. 2015. Always maintain, inspect and wear protective 
motorcycle riding gear. No gear can offer complete protection from all situations. Obey all speed and safety laws. Riding and alcohol or other drugs don’t mix. 



Josh Hayes 

Monster Energy Graves 
Yamaha 2014 AMA 
Superbike Champion 


Hght Power loss 

Nidi IJ.DX-liig'’ Chains 


D.I.D’s patented X-Ring reduces 
friction by twisting between the side 
plates instead of being squashed. This 
twisting action disperses pressure 
and minimizes power loss. 
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Chain 
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520ERV3 

1 Max. 750c.c. 


Available in Gold, 
Silver or Unplated 


520/525/530ZVM-X 
The Super Street Series is a 
High Performance, High 
Mileage X-Ring Champion. 


428/520/525/530VX 
The Pro-Street Series is an 
Economical, Long Wearing 
X-Ring Performer. 


^ Economical 
/ Price 


Available in 
Gold or Unplated 


428VX 

Max. 350c. c. 

520VX2 

Max. 750c.c. 

525VX 

Max. 900c.c. 

530VX 

Max. I.OOOc.c. 

520ZVM-X 

Max. I,200c.c. 

525ZVM-X 

Max. I,300c.c. 

530ZVM-X 

Max. I,400c.c. 


The 530ZVM-X is also applicable for 
custom V-Twin motorcycles 


Call or visit our website for additional information 
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Without the ECU reflash (a “Calibration CanI” 
is included with the purchase of the Straights 
slip-ons), performance between stock pipes 
and Straights slip-ons was unchanged. We’ll 
recalibrate the Scout and re-dyno next month 
to see what improvement, if any, the new 
exhaust delivers. 


an authorized Indian Motorcycle dealer. 

I didn't go that route yet because the 
registration number is a one-time deal, and 
I might be adding a performance air filter in 
the future that and could affect the calibra- 
tion. (I'm told that K&N should have a part 
number available by the time this issue 
drops in March). 

But I did put the Scout up on our 
in-house Dynojet 250i for some numbers. 
With OEM exhaust, the Scout was good for 
88 hp and 64.8 pound-feet of torque. The 
Straights actually cost 1.6 hp at the peak 
and gained a fraction in torque. Basically 
a wash, but remember this is without the 
recalibration. The Scout was due to go 
back to Indian's fleet center for some other 
updates at our deadline, and should come 
back with the performance tune installed. 
We'll lash it to the dyno and try again. 

Even if the results aren't there, at least 
the installation is do-it-yourself simple. 
Indian suggests allotting the project 40 
minutes start to finish. I say that includes 
a 10-minute break. The Straights are a 
tad slimmer than the Stockers, which is 
definitely a plus. No more black end caps, 
another plus. And the Indian logo on the top 
tube makes the slip-ons look more factory 
than the originals. On the shop scale 
there was less than a pound of difference 
between the two sets. And the sound? 

Well, I find myself revving the engine for 
no reason but to hear it. Yeah, that's just 
the cruiser in me I guess, until the novelty 
wears off. 

So what's next for the Scout? Well, I still 
have a couple unopened boxes from Indian 
that contain more bits from the exhaustive 
accessories catalog. I plan to try them out 
before stepping a little farther out of the 
box. Stock may not suck, but I'd still rather 
be modded! 
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SHOP 24/7 cyclegear.cotn 

Get Valuable Gear Advice from Our Rider Reps 

1.800.CYCLEGEAR 

( 1 . 800 . 292 . 5343 ) 


Stores Nationwide-Open 7 Days 

For the location of a store near you go to cyclegeor.com and click store locator 


Huntsville, AL 

(256) 883-1691 

Indianapolis, IN 

1(317)913-9213 

Trussville, AL 

(205) 655-5055 

Lenexa, KS 

(913)307-0420 

Little Rock, AR 

(501) 663-2250 

Wichita, KS 

1(316)854-1097 

Mesa, AZ 

(480) 969-5555 

Louisville, KY 

(502)426-9746 

Phoenix, AZ 

(602) 971-1630 

Baton Rouge, LA 

1(225)293-5860 

Surprise, AZ 

(623) 474-3335 

Lafayette, LA 

(337)264-0352 

Tucson, AZ 

(520) 882-8111 

Woburn, MA 

(781)995-0834 

Bakersfield, CA 

(661)831-2026 

Laurel, MD 

(301)490-3490 

Canoga Park, CA 

(818) 676-0003 

Bridgeton, MO 

1(314)298-7222 

Culver City, CA 

(310) 574-7457 

Las Vegas, NV 

(702)877-4327 

Fairfield, CA 

(707) 426-5688 

Las Vegas, NV 

1(702)435-0635 

Fresno, CA 

(559) 221-7600 

Cherry Hill, NJ 

(856)874-8766 

Fullerton, CA 

(714) 525-4205 

Edison, NJ 

1(732)248-7737 

Gilroy, CA 

(408) 847-1810 

*Hasbrouck Ht., NJ 

(201)257-5985 

Hayward, CA i 

(510) 888-9100 

Albuquerque, NM 

(505) 830-4500 

Huntington Beach, CA 

(714) 766-7031 

Fayetteville, NC 

(910) 860-8200 

Laguna Hills, CA | 

(949) 581-7444 

Gastonia, NC 

(704) 824-1820 

Lomita, CA 

(310) 530-3500 

Greensboro, NC 

(336) 297-4250 

Modesto, CA ! 

(209) 576-0201 

Matthews, NC 

(704) 846-0440 

Murrieta, CA 

(951) 600-0097 

Raleigh, NC 

(919) 329-7858 

Newhall, CA l 

(661)255-6522 

Hicksville, NY 

(516) 806-5918 

Oxnard, CA 

(805) 981-8881 

White Plains, NY 

(914) 368-6974 

Pacheco, CA 

(925) 680-8018 

N. Olmsted, OH 

(440) 249-7591 

Palmdale, CA 

(661)273-6113 

Oklahoma City, OK 

(405) 842-0111 

Pittsburg, CA j 

(925) 757-3903 

Tulsa, OK 

(918) 384-0608 

Pleasanton, CA 

(925) 251-1110 

Portland, OR 

(503) 257-7047 

Redding, CA 1 

(530) 223-9007 

Salem, OR 

(503) 589-1515 

Redwood City, CA 

(650) 365-1100 

Springfield, OR 

(541)747-1575 

Sacramento, CA | 

(916) 338-1649 

Allentown, PA 

(610) 791-9880 

San Diego, CA 

(858) 565-2500 

Allison Park, PA 

(724) 444-4260 

San Francisco, CA | 

(415) 487-2710 

Harrisburg, PA 

(717) 773-4324 

San Jose, CA 

(408) 288-5051 

Warwick, Rl 

(401)262-5037 

San Luis Obispo, CA , 

(805) 783-2660 

Columbia, SC 

(803) 750-9294 

San Marcos, CA 

(760) 233-2299 

Greenville, SC 

(864) 322-6626 

Santa Rosa, CA 

(707) 522-1320 

N. Charleston, SC 

(843) 974-6460 

Victorville, CA 

(760) 955-2555 

Knoxville, TN 

(865) 560-5657 

Visalia, CA 

(559) 749-0667 

Madison, TN 

(615) 612-6234 

Manchester, CT 

(860) 647-1022 

Memphis, TN 

(901)371-9692 

Orange, CT i 

(203) 891-0716 

Almeda, TX 

(713) 941-3364 

Bear, DE 

(302) 832-7270 

Austin, TX 

(512) 302-0700 

Daytona Beach, FL ! 

(386) 257-0242 

Bedford, TX 

(817) 545-7939 

Jacksonville, FL 

(904) 564-9800 

Fort Worth, TX 

(817) 696-9700 

Lauderhill, FL i 

(954) 746-2172 

Greenspoint, TX 

(281) 448-3700 

N. Miami Beach, FL 

(305) 944-1632 

Plano, TX 

(214) 473-8044 

Orange Park, FL ; 

(904) 269-3740 

San Antonio, TX 

(210) 558-8700 

Orlando, FL 

(321) 299-9903 

Sharpstown, TX 

(713) 271-5201 

Pinellas Park, FL 

(727) 521-6018 

Draper, UT 

(801)553-2150 

Sanford, FL 

(407) 324-4820 

Norfolk, VA 

(757) 480-5680 

Tampa, FL 

(813) 932-9300 

Springfield, VA 

(703) 940-0958 

W. Palm Beach, FL 

(561) 697-2660 

Auburn, WA 

(253) 876-9999 

Lawrenceville, GA 

(678) 225-0131 

Lynnwood, WA 

(425) 640-3003 

Roswell, GA 

(770) 752-1820 

Spokane, WA 

(509) 535-4330 

Smyrna, GA 

(770) 272-9873 

Tacoma, WA 

(253) 475-5444 

Meridian, ID 

(208) 887-4942 

Vancouver, WA 

(360) 253-8484 

Schaumburg, IL 

(847) 310-4800 

Brookfield, Wl 

(262) 649-1999 

Tinley Park, IL 

(708) 263-4648 

Madison, Wl 

(608) 234-5153 


5 YEAR GUARANTEE 


sizes: xs-2x colors: matte black, matte white 640634 

• Ultra hi-tech injection molded polycarbonate modular shell. 

• Quality metallic paint with double lacquer or flat matte finish. 

• Full-face modular helmet with pull-up chin bar. 

• Separate drop-down tinted sun shield. 

• Multi point surface mounted airflow ventilation system 

Irtckt^ difl, tariM, P'd phHI rvar 

• Meets or exceeds DOT standards. 


ON ALL 
IMPAC 
NES 


ONLY 


BILT® Iron Workers 
Steel Jeans 
sizes: men's 28-42, 
women's 4-16 colors: 
blue, distressed 
734331 


BILT® Iron Workers 
Cargo Pants 

sizes: men's 28-42, 
women's 4-16 color: 
block 734322 


BILT® Iron Workers 
Cargo Canto Pants 

sizes: men's 28-42, 
women's 4-16 colors: 
grey, khoki 799625 


*= Closed Sundays 


WITH ANY PURCHASE, GET THE 
STOCKTON TOOL COMPANY® CHAIN 
BREAKER AND RIVET TOOL KIT FOR ONLY 


Stockton Tool Company® j 

Chain Breaker and Rivet Tool Kit $89.99 f 

28165 r. 

• Essential for light to medium duty chain maintenance. \ 

• Equipped to handle chains from #420 to #630. 

• Works on most cam chains. 


SATISFACnON 

I UUVO GUARANTEE 

NO HASSLE RETURN POLICY | NO RESTOCKING FEE 

30 DAY BEST PRICE GUARANTEE | 7-DAY NO HASSLE HELMET EXCHANGE 

Promotional pricing is subject to change. Please see cyclegear.com for current prices. 
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EPIC SPOTS 


aSxNGES>RDVENTUKb BIDING DEHNED 

Ride the Rockies 


SEPTEMBER 24-27, LAKESHORE, CALIFORNIA 


Ride everything from traiis to tarmac? These events are for you. Join 
Cycle World, Motorcyclist, and Dirt ff/der magazines along with special 
industry guests for two unforgettable events. Days are spent chasing 
seif-navigated checkpoints, and nights arc fiiicd with stories from the traii 


www.cycleworld.com/adventurerally 


Event Sponsors: 


EBC V 


BRAKES 


doubletakA 

M IR RD R .CO 


Learn More At 


Ride the Sierras 









and it s not because of rock salt on the 
roads (the state generally uses less corro- 
sive calcium magnesium acetate and/or 
sand) but the effect of mud and muck that's 
found on pretty much every street this time 
of year. The wet grit kicks up onto fenders, 
wheels, engine parts. ..you name it. And it's 
a royal pain to clean off. 

Frustrated with those coin-operated 
washes. I've resorted to ordering the 
Complete Bike Wash Kit from Harley (avail- 
able at Harley dealers; $50), hoping to 
remove some of the caked-on gunk that 
accumulates even after just one ride. The 
kit comes with a concentrated cleaning 
solution, bug remover, wash mitt, Bug Eater 
Sponge, detailing cloth, and a drying towel. 

After several hours with a bucket and 
hose and lots of elbow grease, the bike is 
looking noticeably shinier, with chrome 
now restored to gleaming status and 
the crusty undercarriage reacquiring a 
good part of its formerly glossy self. The 
Bug Remover seems to have melted fly 
carcasses especially well, or at least way 
better than the standard-issue bike wash 
I'd been using, and now most of the crust 
is gone. Next I'll probably order the Harley 
Detail and Protect kit, to better seal off 
the Glide's painted surfaces from envi- 
ronmental gremlins. As soon as it stops 
raining, anyway. 

Meanwhile, I've also added an Oil Level 
and Temperature dipstick with Lighted 
LCD Readout ($150) from the H-D Parts & 
Accessories Catalog, mostly because the 
stock black 'stick wasn't the easiest thing 
in the world to make out during roadside 
oil checks, and I wanted a more reliable 
gauge of the Road Glide's oil consumption 
on longer trips. This item's pretty pricey, 
but so far the gauge has given me far more 
convenient and accurate measurements 
without much fuss. Maybe next on the list 
is a coolant-temp gauge, huh? 


O kay, let's get this out in the open. A 
couple of months ago, I mentioned 
having maintenance done on my Road Glide 
Special, including getting the radiator and 
coolant checked. Naturally, the email lit up 
with Harley owners reminding me that the 
Road Glide, though technically a Project 
Rushmore bike, is still very much air- 
cooled. In my defense, I was writing a story 
on the CVO Road Glide Ultra, which is "Twin 
Cooled," as Harley calls it. Dumb mistake. 

Now, about my air-cooled Road Glide. 

I've taken to wearing lighter-weight gloves 
to better feel the warmth emanating from 
the Streamliner grips, and that's upped 
the comfort quotient for my paws, at least 
somewhat. Problem is the lighter mitts 
don't protect my digits as much from wind- 
blast at higher speeds, so it's not an ideal 
compromise. The bike has a scheduled visit 
to the H-D Fleet Center later this month, 
where techs have promised to diagnose 
the low grip-heat issue. And maybe bolt on 
radiators just to mess with me. 

Another compromise worth noting is 
the Zeppelin saddle's material durability. 
The seat cover's textured fabric portion is 
now sports a couple of fresh snags in the 
pilot's section. Whether it's fallen victim 
to errant boot heels or prickly keychains 
1 can't be entirely sure, but I'd guess this 
kind of wear probably wouldn't have 
happened as easily with a leather or vinyl 
saddle. Coincidentally, Harley has just 
listed a vinyl-topped version of the Road 
Zeppelin ($740) in its online catalog, so 
there are other options. 

What else... Oh, yeah, winter. Oregon's 
soggiest season can be brutal on bikes. 


Harley-Davidson 

Road Glide Special 

WRIST: Andy Cherney 
MSRP (2015): $23,699 
MILES: 7,235 wmmm 

MPG: 41 

MODS: Fancy new dipstick, 

H-D bike wash kit 



OEM-Matched pamt 
available in Pen, 
Ja r/ Brush & Aerosol 
for touch-up projects. 
HalF-PInt, Pint & Quarts 
for larger areas. 






V - -fc. 

^SlKtiW^ 


Pifbit wviMlt for mart 
JepoaeseM American and 
Eanpeaa mokes/madels. 


www.ColorR}te.com 

1 - 800 - 358-1862 









KTM 1290 Super Duke R 

WRIST: Zack Courts 
MSRP (2014): $16,999 
MILES: 12,710 
MPG: 36 

MODS: Dealer service, TomTom GPS 


T he 1290 went back to the mother ship 
for its second scheduled service, 
admittedly a little bit late, and 1 learned 
a few interesting things. Included in the 
scheduled maintenance chart (I found it 
at ktm.com) is an estimate for how long 
each service should take a KTM dealer to 
complete— handy for getting a quote and 
checking your dealer's work. The estimate 
for my KTM's 15,000-kilometer service 
was 116 minutes, and my local dealer 
quoted me $350. In the end they reported 
the work took 160 minutes, but happily 
the final bill was $363.58; as far as I'm 
concerned 14 bucks is in the ballpark. 

KTM's 15,000-kilometer service is 
extensive, basically involving a front-to- 
back check of the bike's systems, from 
wheel and swingarm bearings to cooling 
and drainage hoses to brake pads and fuel 
pressure. In doing so the dealer alerted 
me to a recall for battery cables, some of 
which were manufactured incorrectly by 
the supplier and installed on some 2014 
1290 Super Duke models. Problems with 
the cables manifest as “bad contact or 
poor connection'' with power supply and 
ground connections. Although my 1290 
never displayed any electrical issues, it's 
worth checking with your dealer if you 
own a 2014 Super Duke. 

Lastly, 1 questioned the dealer about 
any issues with 1290 Super Dukes having 
slop or play in the rear hub, after reading 
complaints/concerns online. They reported 
no such problems with any 1290's that 
have come through the shop— and my bike 


isn't exhibiting the malady yet— so as far as 
I'm concerned it's still a mystery. 

Next on the agenda was a GPS install. 
Specifically, TomTom's new Rider, a motor- 
cycle-specific system that looked like it 
would fit in the 1290's minimal cockpit. 
Installation is uncomplicated; the biggest 
challenge was finding a source of power. 

A TomTom-provided cable offers plenty of 
length, and pre-stripped ends make adding 
connectors easy, but finding power was a 
little tricky. 

Boss-man Cook directed me to the 
helpful pages of superduke.net, which 
in this case had concise and specific 
instructions for where to find KTM's acces- 
sory outlets for power, nestled under a 
subframe spar, beneath the seat and behind 
the battery. In fine KTM form, accessory 
power is labeled and fitted with standard 
female spade terminals for convenience. 



How convenient is that? KTM is kind 
enough to incorporate two power taps into 
the Duke’s wiring harness. Other KTMs 
(dating aii the way back to the 950s) offer 
these hook ups as weii, though iocations 
may differ depending on the modei. 


After confirming that ACC2 (accessory 
2) offers switched power— as opposed to 
ACC1, which draws from the battery even 
with the key off— I plugged in the TomTom's 
power supply. (Note: You'll need your own 
male spade terminals to connect to the 
bike, and test the leads to make sure you 
know which is power and which is ground. 
Also, leave the seat off until the unit is 
mounted to the bar, so the slack in the wire 
can live safely under the seat.) 

TomTom provides mounting systems 
from RAM Mounts, one that pinches the 
bar and one designed to mount to the 
clutch reservoir. Neither looked as clean 
as the Handlebar Clamp Base with M8 
Screws irammount.com; $1 2/set) that 
take the place of a handlebar pinch bolt 
and allow the mount to hover just over the 
steering stem. Taking care not to pinch 
the wire providing power and allowing the 
bar to swing freely lock to lock, 1 placed 
the TomTom Rider in a convenient spot in 
the 1290's cockpit and dived into the setup 
menus. Plan on a few minutes here, too. 

I'm surprised at how bulky it is, but 
overall the unit's fit and finish is impres- 
sive. The screen is bright (but darkens 
automatically at night) and the touchscreen 
works with gloves on, both key features. 
Next up will be testing TomTom's sense 
of direction— it has a “winding routes'' 
function I'm looking forward to trying. 
TomTom has an updated Rider system on 
the horizon, so I'll get familiar with this one 
in order to test the latest and greatest in a 
couple of months. 


90 MOTORCYCLIST 


O ZACK COURTS, BRIAN MACLEAN 




The Bohn Bodyguard System 


Product Comparo: 

Bolin Armor Pants vs Kevlar Jeans 


ActionStotions Boss Paul English talks 
about the differences in lower body 
protection options. 

Kevlar reinforced jeans are 
popular with riders of all 
kinds of bikes. 

Draggin Jeans were among 
the first on the market, and 
there are now many similar 
versions available. 

Many riders are interested in how 
these compare to the Bohn Pants. 

Q: Paul, please explain the differences between Kevlar riding Jeans and the 
Bohn Pants. 

PE: In short kevlor has great abrasion resistance and is excellent for gravel rash 
when you're sliding down the rood. With the Bohn System we're focusing more on 
Impact Protection - the vulnerable 'corners' you land on and damage - knees, hips, 
and elbows and shoulders with the shirts. An unprotected impact in these places 
can put you in the EB and off work. And hurts! 

Q: But won't your armor grind through in a wreck? 

PE: Actually in over 15 years, we've never seen our armor significantly damaged 
at all I This is because in a crash, we tend to bounce and slide, scrubbing the 
speed off. 

Q:The Bohn System has to be worn under jeans as an extra layer, isn't that hot 
and a hassle? 




YOUR Pl^RSOXAL 


PROTliiC 




m 



But now we wear this Bohn gear 
underneath. Yes it’e underneath! 
You can’t 6ee it, and we can’t feel it. 


I ju6t feel happier when I have some protection these days, 
though I’m sure were not going to have a epill. 

Check It out-readthelrte6timonlal6-that’6whatl did. 

And they give you a 90 Day Trial too. 

Riding seems much more etreeefull these days and with this gear we can 
Relax and Ride, with Peace of Mind! 


BEST 

Selling 

V^lf^PROTECTION 
M m SYSTEM 


There’s nothing better than cruising with the guys 
on the weekend. Been doing the same for years 
and it never gets old - there’s always something 
going on or a place to go. And this Is how 
we ride, jeans and denim Jacket - unless 
It’s winter anyway. 




'^y bohn 

hell 

bun in J 


^^ivorQd 

^a\jQ rri 

this 

^^k-end 
■’ Qfeat 
^ consider 
^frnonial 
®Wi/eness 


AsamtAoTtny 
tfte tents 


PE: Positioning armor snugly against your body is the best way of providing 
comfortable and discrete protection so that it's in the right place if you have a fall, 
^es, it's definitely an extra step compared to jeans - but on the other hand you con 
then wear your own jeans, or whatever pants you choose. It gives you a lot 
more options. 

Q: But isn't it hot? 

PE: The only time you notice the Bohn Pants being hot is in the heat of the summer 

when you're a standstill, say sitting on your bike at a light 

At that time of year eveything's hot! Otherwise they breathe really well 

in all seasons; and we do have options of a mesh shell material and also a winter 

thermal solution. 

Q: What about putting armor into kevlar jeans? 

PE: Some companies do have this option, which on first impressions is 
a good idea. But what actually happens is the armor 'flops' around the outside of 
your leg os it's attached to the jeans - so you con imagine that it won't be in the right 
place if you actually do hit the ground. 

Q: So do I need to upsize your jeans for the Bohn Pants? 

PE: Surprisingly most people find that their existing regular-fit, or relaxed jeans fit 
perfectly over the Adventure Pants - that's because the armor mainly fits where 
yourjeons ore loose. 

Q: Don't the Bohn Pants make your jeans look bulky? 

PE: No one can see you have anything but your jeans on! 

Q: And you make armored shirts too? 

PE: We think of the pants and shirts os 'A System' that protects you ithout having to 
wear full armored gear - specially in the heat 

Q:So what's the best choice? 

PE: /Is a lifelong rider myself- 1 love to have choices in bikes, accessories and gear. 

uscomr report? wfet ^ wyuv to 

My suggestion is to give us a try - 
we've a great CanUose 
90 Day Trial Offer! 

And they're made in the USA too. 


.... terrific product. 

( crashed at 70mph last 

and I urn herd u 

injured. Vbur knee pads 

uATl^d 

the impact. I have some 
swelling and road rash but 
not a single fracture. 
Thank you most 
sincerely. 


They are very 
comfortaWe,! 
forgetl even have 

themon.fit9reaMnait'69reat 

knov«inglhavetheprotection 

under mvjeans.Thank 66 omuch. 
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...yonryroduct has madea bdievsr 
mst ^ me and the eelffirt few wfic 
..saw triy (^ht thmughthe 

w. I can ima§iine the nu merv 

lti|u ries that bckl^ awUed ^ 
wearing the armor. 


Free 
Bonus 
for you to 
keep, just for trying! 

LIMITED PROMO 


...the road lettered with 
grmL.t walked away 
withouta ^ratcEi, 
the bike was not 
so lucky. I just 
wanted to say 
titankyiEHiand 
let you know 
that your 
product saved 
ms a lot of pain 

Hundred’s of testimonials online 

Trusted by thousands - 
people Just like you! 


For Full Info go to WWW.UnderStrongPantS.com or call 530 898 9269 


o Get in-depth info and full rider stories straight to your Inbox at wwwStrongPantS£om/info 







8 South 18th Ave West 
Duluth, Minnesota USA 


banorcd qiialilY. 

with EU£Ltt'iiiiL 

ijjid innovotivc 
Experience belter 


©2015 


HAND MADE 
IN THE USA 

Tli4eFj wnridwidq have 
j iipprecinteii Acrvuticlds 
fiSfcj purpoaefully-taiiored 

FuDct^oniil 

^ 4 flquipnuail few ofver 3D 
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technoilDg^nackcts, pant-^ 
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wear kinder. 
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by bard cirpcHcncc in 
•■^Ip'-.. the mcifit rballenain^ 
MJiiditiiiniH. Mdre mmi 
Hlj A’jL thirty standard sires 
icocked. Ksjwrt 
fittiegy. oltriratiuDe and 
repair services arc also 
available. 
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comraiTment to tunc 


1000's of useful 
products for riders! 

aerostich.com/MC 

800.222.1994 
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Suzuki 

V-$trom1000AB$ 

WRIST: Marc Cook 
MSRP (2014): $12,699 
MILES: 9,303 I I j 

MPG: 40 

MODS: New luggage, windscreen 


F inally I got out of the office and free of 
the shop to put the V-Strom to a decent 
touring test. The distance wasn't huge— 
400 miles each way— but the situation was 
what you'd call no-frills transportation: 
Ride to the Santa Cruz area from my office 
at about midday, work there for a day and 
a half, and then head home Friday evening. 
If anything determines how good a motor- 
cycle is as a traveling mount, this kind of 
gotta-get-there deal will do it. 

Naturally, I used the trip to try some 
new accessories. First was Suzuki's own 
touring windscreen (from Suzuki dealers; 
$235), an option for the base V-Strom 
and standard on the Adventure model. I 
can't say I'm in love with the looks, but the 
screen, taller and wider than the Stocker, 
worked amazingly well. In the lowest of 
three positions— the V-Strom allows you to 
bolt the screen into one of three vertically, 
plus the mounts pivot to three different 
angles— 1 could easily see over it. Best of 
all, weather protection improves as turbu- 
lence decreases. My shoulders and arms 
are still out in the breeze, but my core is 
well protected with this screen. 

SFlAD's new SFi36 side cases ishadusa. 
com; $660 with mounts) are available with 
V-Strom 1000 mounts, so I packed them 
for this trip. In most ways, I really like the 
bags. They're roomy, at 36 liters each, and 
sized so a full-face modular helmet fits 
with ease; the Suzuki pieces 
are 26 and 29 liters each. The 
fit and finish oftheSFlAD 
cases are terrific, considering 
the parts cost less than half 
of the factory options. Cinch 
straps inside the bags hold 
cargo in place and a handy 
floor extends into the opening 


half of the clamshell so your stuff doesn't 
immediately hit the road when you open 
the bag. The locks are sturdy, and— 
behold!— the bags can be left unlocked and 
the key removed. 

My sole complaint is with the mounts. 
Because these are universal bags, they 
are not built to snuggle up to the V-Strom's 
tailsection. There's space between the bags 
and the bike, so the bags stick out a bit. And 
along with the fact that the luggage is a bit 
wide anyway, you get an installed width of 
40.9 inches. Suzuki's own bags are 34.3 
inches wide. Not a problem most places in 
the world, but real mirror-banging trouble 
here in lane-splitting-allowed California. 

Because I can't stop tinkering, I used 
the smallest spacers between the SFIAD 
upper mounts and the Suzuki's subframe 
that I could, even electing to run without the 
plastic trim piece in an effort to move the 
bags toward the bike's centerline. Then I 
added 1-inch shims to the forward mounts, 
which moved them in a little. For all that 
effort, they measure 40.2 inches across. 

Once 1 got clear of traffic and forgot 
about the V-Strom's bustle butt, it was a 
fantastic trip. The ability to gobble miles 
in a low-key, unassuming manner is the 
Suzuki's most endearing trait. Good range 
from a 5.3-gallon tank and an average of 
40 mpg (down a little with California's 
winter gas), a nearly perfect seat, supple 
suspension, and low 
vibration all make for 
a bike you can run 
from fuel stop to fuel 
stop without much 
pain. 1 returned 
home near midnight 
on Friday, none the 
worse for wear. 


SHAD’S SH36 saddlebags are 
much larger than Suzuki’s own 
pieces. Pretty wide, though. 



a MARC COOK 






QUALITY TOOLS AT RIDICULOUSLY LOW PRICES 


How Does Harbor Freight 
Sell GREAT QUALITY Tools 
at the LOWEST Prices? 


We have invested millions of 
dollars in our own state-of-the-art 
quality test labs and millions more 
in our factories, so our tools will go 
toe-to-toe with the top professional 
brands. And we can sell them for 
a fraction of the price because we 
cut out the middle man and pass 
the savings on to you. It’s just that 
simple! Come visit one of our 
550 Stores Nationwide. 


SUPER COUPON 



Mi 


LIMIT 1 - Save 20% on any one item purchased at our stores or HarborFreight.com or by caliing 
800-423-2567. ‘Cannot be used with other discount, coupon, gift cards. Inside Track I 
Ciub membership, extended service pians or on any of the foilowing: compressors, " 

generators, tool storage or carts, welders, floor jacks, Towable Ride-On Trencher, ■ 

Saw Mill (Item 61712/62366/67138), Predator Gas Power Items, open box items, |, 
in-store event or parking lot sale items. Not valid on prior purchases after 30 days 

from original purchase date with original receipt. Non-transferable. Original coupon I 

must be presented. Valid through 7/24/15. Limit one coupon per customer per day. 

iiiiiiiiiiiiiiiiiiiiiiuHiiiiiniiii f 


WITH ANY PURCHASE | 

PmSSUHlGH I 

1" X 25 FT. I 
TAPE I 
MEASURE I 

ITEM 69080 
69030/69031 




LIMIT 1 - Cannot be used with other discount, coupon or prior purchase. Coupon good at our I 
stores, HarborFreight.com or by calling 800-423-2567. Offer good while supplies last. Shipping 
& Handling charges may apply if not picked up in-store. Non-transferable. Original coupon ' 
must be presented. Valid through 7/24/15. Limit one FREE GIFT coupon per customer per day. 
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”44", 13 DRAWtR j 
INDUSTlilAL QUALITY j 

roller cabinet; 

lot no. 687841 

69387/62270/62591 1 


■ Weighs 
245 lbs. 

Item 68784 
shown 




$389** 



SAVE 

70 % B ® 


1500 WATT DUAL 
TEMPERATURE 
HEAT GUN 
(57271112*) 

dlTUlmast^r 

LOT NO. 96289 
Item 96289 62340/62546 

shown 


27 LED PORTABLE 

WORKLIGHT/FLASHLIGHT 

batteries 69567/60566/62532 | 

(included). 

Item 

gi, s 






MOTORCYCLE STAND/ 
. WHEEL CHOCK 


LOT NO. 


SAVE 


' 1800 lb. 
Capacity 


48% 


$4599 


Item 97841 
shown 


REG. 

PRICE 

$89.99 
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j LIMIT 4 ■ Good at our stores or HarborFreight.com or by calling 800-423-2567. Cannot be used with other discount 




or coupon or prior purchases after 30 days from original purchase with original receipt. Offer good while supplies last. 
Non-transferable. Original coupon must be presented. Valid through 7/24/15. Limit one coupon per customer per day. 
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SUPER-WIDE TRI-FOLD 
ALUMINUM LOADING RAMP 





Item 

shown LOT NO. 90018 
69595/60334 

SAVE • 15001b. 

Capacity 

$7099 



MOTORGYCU LIFT* 

LOT NO. ’ 
69904/68892 > 

Item 68892 1 

shown ' 




tpnuLniRuw 
3 GALLON, 100 PSI 
OILLESS PANCAKE 
AIR COMPRESSOR 


SAVE 

55% 






AUTOMATIC 
BATTERY FLOAT 
CHARGER 


407 OQ $ 7a 

LIMIT 4 ■ Good at our stores or HarborFreight.com or by caliing 800-423-2567. Cannot be used with other discount 
or coupon or prior purchases after 30 days from original purchase with original receipt. Offer good while supplies last. 
Non-transferable. Original coupon must be presented. Valid through 7/24/15. Limit one coupon per customer per day. ■ 

— ■P* 


20 TON SHOP PRESS 

Pair of Arbor Plates included 



ti 


SAVE 

70% 


iniiiiiiiiiiiiiijijIiiiiijiiNiiiii) REG. PRICE $149.99 | 

LIMIT 3 ■ Good at our stores or HarborFreight.com or by calling 800-423-2567. Cannot be used with other discount | 
or coupon or priorjurchases after 30 days from original purchase with original receipt. Offer good while supplies last. 

»GAS RECREATION ■■ 


iiiiinDiiiiijiniiiiiiiiiiiiiiiiii 



RES. PRICE $19.99 

LIMIT 8 ■ Good at our stores or HarborFreight.com or by calling 800-423-2567. Cannot be used with other discount 
or coupon or prior purchases after 30 days from original purchase with original receipt. Offer good while supplies last. 
Non-transferable. Original coupon must be presented. Valid through 7/24/15. Limit one coupon per customer per day. 



LOT NO. 32879/60603 

* 154*1 




lot no. 69381 


PHTSBUStGOi^^m 

RAPID PUMP* 
1.STDHAUJMMUM 
RACING JACK 

> 3-1/2 Pumps Lifts Most Vehicles 

> Weighs 27 lbs. 




$5099 


• 100% Satisfaction Guaranteed 

• Over 25 Miiiion Satisfied Customers 


LOT NO. 
68053/62516 
69252/60569 
REG. PRICE $119.99 62160/62496 

iiiiiiiiiiiiiiiiiinniiiiiiiiiii 


-IQ'^QT-QUia 


REG. 

' PRICE k 
$299 99 fi' 

llllllliDPIIIIIIIIIIIIBIIIIIIIIIIIIIIII ' 

-I U J -A II 1 

LIMIT 3 ■ Good at our stores or HarborFreight.com or by calling 800-423-2567. Cannot be used with other discount 
or coupon or prior purchases after 30 days from original purchase with original receipt. Offer good while supplies last. 
Non-transferable. Original coupon must be presented. Valid through 7/24/15. Limit one coupon per customer per day. 

Yb'piece "sae" and meYr'ic 

T-HANDLE BALL END 
HEX KEY SET 
PJTTSBUJVm 

LOT NO. 96645/62476 

Item 96645 shown 

REG. 
PRICE 
$19 99 

iiiiiiiiiiiiiiiiiiiini 


LIMIT 4 - Good at or 
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$1199, 


1 i:>y -I D-a 


Non-transferable. Original coupon must be presented. Valid through 7/24/15. Limit one coupon per customer per day. 


' No Hassle Return Policy 
’ Lifetime Warranty on ah Hand mms 


• 550 Stores Nationwide 

• HarborFreight.com 800-423-2567 









MC GARAGE SMART MONEY 



1985-1992 BMW KIOORS 


In the late 1970s, BMW's trademark 
Boxer was on the ropes. In addi- 
tion to tightening emissions regulations 
threatening the old slugger, a horse- 
power free-for-all had just broken out 
among the Japanese, and without a four- 
cylinder contender BMW was relegated 
to the undercard. The Bavarian propeller- 
heads had to come up with something 
newer, cleaner, and faster. The result, 
an inline, water-cooled four, hit flat-twin 
traditionalists like a haymaker between 
the eyes and launched BMW into a new 
era of multi-cylinder powerplants. One 
of the first fours from BMW, the KIOORS, 
remains one of the company's sleekest 
and sexiest bikes ever. 

Not content with merely breaking 
the Boxer mold with a four, 

BMW laid the 987cc engine 
on its side, with the head on 
the left and the crankcase on 
the right, positioned longitu- 
dinally in the frame for less 
power loss from crankshaft 
to driveshaft. The layout 
kept the weight low— though 
many riders still complained 
the bike felt top-heavy— and 
simplified maintenance. 

Bosch LE-Jetronic fuel 
injection replaced the carbu- 
retors that had been stan- 
dard equipment on Boxers. 

BMW boffins preferred two 
valves per cylinder rather 
than four, and yet the brick 
engine put out 90 hp, trans- 
ferred to the road through 
the Compact Drive System 
that debuted on the K series. 


Initial impressions of the bike were 
favorable if not wildly enthusiastic. The 
riding public took to the new design 
slowly but eventually warmed to it, 
though the subsequent introduction of a 
three-cylinder engine in the K75 threw 
a spotlight on the KlOO series' vibration. 
The KlOO engine might not have run hot, 
but the same couldn't be said for some 
riders whose thighs were roasted by the 
blazing heat pouring off the engine. This 
issue was resolved eventually, and the 
KIOORS took its place as BMW's sport- 
touring flagship, gaining a reputation as 
a solid performer and an able accomplice 
with a dash of style, a sporty seating 
position, and optional hard bags. 

Those in the know say if you're 

looking for a used KIOORS you 
should go after one that's been 
ridden regularly and comes 
with complete service records; 
seldom-used models with spotty 
paperwork seem to develop 
problems that all come out when 
the bike returns to service. 
There's a weep hole under the 
front of the engine; if oil or 
coolant appears to be leaking, 
the oil pump and/or water pump 
are suspect. Another weep hole 
in the back of the engine case 
warns of a bad rear main seal or 
forward transmission seal. 

Lateral movement in the 
rear wheel means possible 
final drive problems. Check to 
be sure the drivetrain splines 
have been lubed regularly. Front 
wheel bearings and steering 
head bearings should also 



1987-1994 HONDA HURRICANE 1000 
At the beginning of the jellybean-styling 
craze came Honda with the fully faired (and 
we mean fullj^ CB1000F, called the Hurricane 
for the first few years. A powerful, smooth, 
comfortable sportbike, it repiaced the short- 
iived VF1000F V-4 and was the top rung untii 
the CBR900RR appeared in 1992. We’d caii 
the Hurricane a sport-tourer today. 



1988-1995 KAWASAKI ZX-10/ZX-11 
Even back in the iate 1980s Kawasaki was 
pushing its performance heritage and drop- 
ping the Z-1 name wherever it couid. Good 
thing the ZX-10 was up to the association. 
Using an engine based on the Ninja 900, 
the ZX-10 (and by ’91 the ZX-11) was prodi- 
giousiy fast, surprisingiy comfortabie, and 
even remarkabiy fleet of foot. 



1 984-1 996 YAMAHA FJ1 1 00/1 200 
As its competitors brought iiquid-cooied 
engines to the category, Yamaha soidiered 
on with the FJ1 100/1 200 series, whose air- 
cooied, iniine-four carried on predecessor 
XS-ll’s incredibie torque output and turbine- 
iike smoothness. What started as Yamaha’s 
top-iine iiter-ciass sportbike became a sporty 
ST by the time the FZR1000 debuted in 1987. 

be inspected for clicks or notchiness. 
Cracked exhaust pipes can make the bike 
run hot. High mileage shouldn't stop you 
from considering well-cared-for exam- 
ples. Used prices are on the low side even 
for good ones, and even though some 
Boxer purists still turn up their noses at 
its brick engine, the KIOORS is a proven 
sport-tourer that threatens to emerge as a 
bargain classic in coming years. 

—Jerry Smith 



CHEERS 

Great iooks, soiid 
performance, attrac- 
tive buy-in price. 

JEERS 

Vibey engine, 
excess heat, modest 
power, ieisureiy 
acceieration. 

WATCH FOR 

Fiuid ieaks, iittie 
or no reguiar 
maintenance. 

VERDICT 

BMW’s breakout 
hit of the 1980s 
stiii draws crowds 
today. 

VALUE 

1985/ $2,550 
1986/ $2,650 
1987/ $2,760 
1988/ $2,845 
1989/ $3,220 
1991 / $3,360 
1992/ $3,475 
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Put it where the 
sun don't shine! 


Those dark, hidden places can kill 
your steel. Dirt builds up and 
traps moisture. Next thing, 
corrosion starts. StOO* Total 
Cycle Cleaner is the answer. 

Its creeping power can get to 
places you cant teach or even 
see. Then Ite penetrating action 
zaps even the toughest stains. (IfS 
even got a corrosion inhibitor so It 
washes safiely.l Ordinary washes 
and cleaners can’t do all that! 

No wonder Ifs been the favorite 
of bike makers themselves for 
over a generation. Protect your 
expensive investment with the 
best cleaning It can gelt Rndh 
at better bike shops. 

Learn more at www.s100.com. 



The pursuit of refinerrient is the rogd to perfection 


Qucalltig SpcDrttDlke* Acce£»£>orie»£. 

www.com p we rkes.cann SGO 73B-2 11 4 
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ICELAND -FIRE AND ICE 




nft. 








FOR MORE INFORMATION 
PLEASE VISIT OUR WEBSITE 
Mrww.c d Hwcii^ kr . mm 


MORE THAN 70 DESTINATIONS ALL AROUND THE WORLD! 
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^IhrottCemeister. com 

Cruise Control for Motorcycles 


- Elegant Design Made in USA from 
Stainless Steel 

- Replaces Original Bar Ends 

- Fits And Installs Easily On Most Bikes 

- Includes Matching Left Side Bar End 

- Dampens Bar Vibration 

- Optional Sizes And Finishes Available 


Contact Your Dealer or 
Visit our Web Site For More Information 


414 - 464-6060 




di#5pp«twBfy*iifl4lertcwFi 1 531 
9M Tower Place. Santa Cruz. CA S&W3 
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lOWEST PRICES GUARANTEED! 
ItoiJ^ki ^SUZUKI 
<^HONi>A. ^YAMAHA 
reallyclieapmotorcycleparts.com 
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GEAR RING « 

SEAR NECKLACE - ' '<!>-' 
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kineklidesign.com | 8 SS' 6 OO '-0494 
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www.motorcyclistonline.com 











Serving Our Customers 
Since 1998 



Lowest Prices from 
USA Pharmacies 


FOA approved Genuine 
Brand Medications 

■-- Telemedicine Physician Network 

Call 7 days per week 

Over 550,000 Customers 
served since 1 993 

800 - 547-0018 

Visit Via medic. CO m/M C 

for special offers 



Bone Pressure by Inerensii^ 
Cclift<^Ciue' Support 

• G^FiLctm? Leather Seating 

* Opiiorial Removctble Backrests 

• filKicfiisfw CoFT^rt Ctll /■'oom 

* Electric Ueat Opiion 

^T TBC M lXr $493 
nr-TBC-M-nr-E - $B53 

^02-SB fBackresl. each} - $218 


Cgrbiny>^ 


* Ccurbin Erganotmcs Removes Ttif/ 


20/4 
^ku.nds’tintd 

LT/CDMMANDER 


800 538 7035 www, Corbin, com 


ATHENA PHEROM^E 

GETS YOU MORE AFFECTION from WOMEN 




Add the vial of 1/6 oz. to 2 - 4 oz. of your favorite cologne or 
aftershave; worn daily lasts 4 to 6 months. Or use straight. 
Athena 10X increases your sexual attractiveness to women. 
Contains human attractant pheromones. Works for most, but 
not all. Created by the scientist who codiscovered human sex 
attractant pheromones in 1986. Ph.D biology, U. of Penn. 


RAISE the OCTANE of your AFTERSHAVE 


SAVE 

TIME 

24/7 

CUSTOMER SERVICE 

is only a click away! 

■ Change Your Address 

■ Check Your Account Status 

■ Renew, Give a Gift or 
Pay a Bill 

■ Replace Missing Issues 

Just log on to: 

www.motorcyclistonline.com/cs 
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y Clint (TX) “This stuff is fantastic. It is the 
most potent stuff I ever used. I walked into a 
bar.. I am not lying to you...l sat down by myself 
watching a ball game. Within 20 minutes, I had 
8 waitresses and the owner's wife coming over 
to me, hanging out. I couldn't believe it. This 
10X...I am telling you, you’ve got an absoiute 


winner here! Three of the giris were asking 
me for my phone number.” 

y Jerry (ND) “i was iike a magnet. Women 
kept coming up to me. This one blonde came 
from across the room and said ‘Hi! I just wanted 
to meet you and introduce myself!’” 


Effective for 74% in two 8 week studies. Athena Pheromone 10X for men: $99.50 for 6 
month supply. 10:13 for women: $98.50 6 pak: six vials for $500. Unscented cosmetic 
fragrance additives. FREE US SHIPPING. REJECT CHEAP IMITATIONS 


^ 1 

Not in stores. Call: 610-827-2200 or order online at: 


IsIPH www.athenainstitute.com 

[s]^ 


lyiaii; Athena Institute, 1211 Braefield Rd., Chester Springs, PA 19425 


MCY 


< 



ADVERTISE YOUR BUSINESS OR PRODUCT IN OUR MARKETPLACE SECTION. CONTACT US TODAY FOR MORE INFO! 

KURT EISINGER* 212-779-5507 • kurt.eisinger@bonniercorp.com 








That little 
plastic 
gadget stuck 
to the side of 
your helmet 
can cause 
big problems 
if you aren’t 
mindful with 
how you 
use it. 


PAUL 

BERTORELLI 


A HIGHER LEVEL OF STUPID 

Sometimes Having More Information Can Actually Make You Dumber 


“I” don't always ride like a squid, but 
when I do, I prefer to be connected 
to my buddies via Bluetooth-linked 
helmet communicators. If I were 
_L fishing for a theme for our annual, 
weeklong guy tour in the Carolina 
mountains, I suppose that would be as 
good as any. I might offer a weak defense 
involving the unintended consequences 
of advancing technology, but this would 
be nothing but equal measures of denial 
and the infantile logic that sometimes 
infects riders operating in groups. 

Specifically, I'm referring to some- 
thing I suspect every group riding at 
a sporting pace has discovered, tried, 
and— I'm hoping— discarded. It's the 
helmet communicator-assisted blind- 
curve pass. Do I need to explain how this 
works? The wonder of state-of-the-art 
intercoms stitched together means that 
a group of four— which we were— is a 
virtual communications network that 
can carry on conversations at speed as 
though standing in the hotel lobby. It will 
soon become abundantly obvious that 
when the lead passes a vehicle, he can 
instantly act as a rolling sensor package 
and radio back that it's clear for others 


to pass, even though they don't have 
anything like enough sight distance. 

Early in our weeklong trip, we got into 
this practice quite naturally. We didn't 
even discuss it; we just started doing 
it. The lead would pass and pick up a 
steady patter... “All clear, all clear, still 
good.'' And whoever wanted to pass, 
could, even on a tight sweeper with 
zero sight distance. In an instant, street 
momentarily becomes track, and there's 
only one word to describe it: thrilling. 
Well, there's another word too: lunacy. 

Let's break it down. For a skilled rider 
accustomed to passing on tight curves, 
inside or outside, it's no big deal. Pick a 
line around the vehicle to be passed, look 
into the curve, and go. Just try to avoid 
stuffing the passee. Think of it as mindful 
aggression. Except, as should have been 
evident before we even tried it, it isn't. 

We soon noticed what we should have 
surmised in the first place: Drivers and 
even other riders tend to absolutely 
freak when passed on blind curves 
because they can't possibly know that 
the passing rider, by dint of the intercom, 
has virtual knowledge of a clear lane 
ahead. Understandably, all they see is a 


wild-eyed, suicidal maniac screaming by 
and maybe two or three more about to. 

This, we soon noticed, causes 
undesirable reactions among drivers and 
other riders. And I'm not talking about 
the middle-finger salute but swerves or 
hard braking. One hapless cruiser rider 
we swept by just about lost it on a curve. 

But if that's not the most compelling 
reason to avoid the communicator- 
assisted blind pass, this is: It just scares 
people, and, as riders sharing the road, 
we shouldn't be doing that. Period. It 
reflects poorly on the sport and on us as 
individuals. We all know better, but in the 
adrenaline-suffused heat of a group ride, 
restraint is as rare as snow in July, so we 
do it anyway— even in our, urn, mature 
group with no one younger than 40. 

None of this is to suggest intercoms 
don't enhance safety; they do. I can't 
think of an example in riding where more 
information isn't better than less. But 
when having more information veers 
into aggression bordering on criminality, 
it's time to recalibrate. So we did. By 
week's end, the craziness receded and 
we reverted to passing the old-fashioned 
way. That's thrill enough, thanks. 
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O MC STAFF 




WARNING: This product can cause 
gum disease and tooth loss. 
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*Site limited to eligible tobacco consumers 21 years of age or older 

© U.S. Smokeless Tobacco Co. 2015 F3452-B2 


SMOKELESS TOBACCO 
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Victory and Victory Motorcycles® are registered trademarks of Polaris Industries Inc. Always wear a helmet, eye protection, and protective clothing and obey the speed limit. 
Never ride under the influence of drugs or alcohol. ©2014 Polaris Industries lnc.*MSRP is the Manufacturer’s Suggested Retail Price. 


^ 12,9991 


victorymotorcycles.com 


